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PRELIMINARY REPORT ON THE 
BATES EXPERIMENTAL ROAD. 


By CLIFFORD OLDER, Chief Engineer, and H. F. CLEMMER, Engineer of Tests, Illinois Highway Department. 





has been constructed by the 

division of highways, Illinois 
department of public works and build- 
ings, in cooperation with the United 
States Bureau of Pubiic Roads, has for 
its purposes: First, the determination, 
in so far as possible, of the resistance 
of the various kinds and types of pave- 
ments to heavy motor-truck traffic; 
and, second, the securing of such data 
and information as will enable the 
highway engineer to attempt the de- 
sign of road surfaces with some degree 
of confidence and accuracy. There 
can be no question as to the need 
for such information. In fact, the 
proper expenditure of the large sums 
available for highway work in the 
United States to-day is dependent upon 
securing it. 

Of course, the ultimate aim of all 
highway research and investigation is to 
secure such information as is necessary 
for the comprehensive design of roads. 
Although extensive work along these lines has been 
carried on by the various highway agencies throughout 
the country for some time, the problems to be solved 
cover such a large field that it will probably be some 
time before the data can be so correlated as to be of 
material assistance to the engineer. Because of this 
fact, and also because of the immediate need for infor- 
mation necessary for the proper selection of pavements, 
it was considered that the quickest and best way of 
securing such information was to construct a road 
comprised of sections representing the various kinds 
of pavements and types of construction now in use or 
advocated, and submit this road to traffic of the char- 
acter that must be resisted by our present-day high- 
ways. ‘This is the principal reason for the construction 
of the Bates road. 

After the proper time has been allowed for the road 
to season it is planned to subject it to a rigidly con- 
trolled truck traffic. The trucks are to be carefully 
weighed, and the weights will be gradually increased 
from a light load to one 50 per cent greater than that 
ullowed by the present Illinois highway laws. The 
number and weight of loads required to produce failure 
in the various sections will then be an index of the 
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SET-UP FOR OBTAINING INFORMATION ON DEFLECTION OF PAVEMENT, SHOWING 


METHOD OF LOADING, AMES DIAL SUPPORTS [AND APPARATUS FOR READING 
PRESSURE CELLS. 


behavior of the various types of pavements when sub- 
jected to different kinds of traffic. While this infor- 
mation in itself will not contribute to that needed for 
the design of pavements, it is, nevertheless, of the 
utmost value. Knowing the conditions of traffic which 
are to be accommodated, it will afford a means by 
which a proper pavement can be selected. It may 
also lead to the saving of millions of dollars each year 
by preventing the construction of pavements that are 
found to be incapable of resisting modern traffic. 
While this information should be of particular value 
to all engineers dealing with such conditions as are 
found in the corn-belt area of Illinois, it should also 
be of considerable value to every one interested in the 
proper construction of roads. 

For the future design of roads it is necessary to go 
further and determine as well as possible why certain 
pavements fail and also why other types satisfactorily 
resist forces produced by traffic or other agencies. The 
Bates road furnishes an unparalleled opportunity for 
such study because of the fact that considerable time 
is available for the taking of observations in the 
absence of traffic. Owing to the fact that every road 
carries traffic, it has been more or less impossible up 
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PENETRATION MACHINE. 


to the present time to determine just what effect is 
produced by climatic conditions. It is therefore pro- 
posed to make a comprehensive investigation of the 
behavior of the various sections in the absence of 
traflic, paying special attention to the effects of tem- 
perature and moisture on both the surface and the 
subgrade, both with and without artificial loading. 
This study will be divided in two distinct parts. 
First, the effect of temperature upon the sirface itself; 
‘and, second, the effect of temperature and moisture on 
the subgrade. 

The so-called subgrade failure which is so widely 
discussed at present is in most cases not a subgrade 





failure at all. 
occurs because the pavement is laid without a proper 


Generally it is a surface failure which 


knowledge of the behavior of the subgrade. No pave- 
ment can be designed properly until the conditions 
of support offered by the subgrade at all times of the 
year are determined, and these conditions of support 
are dependent not only upon the behavior of th: 
subgrade but also upon the action of the pavement. 
The aim of the investigational work carried on in the 
absence of traffic on the Bates Road is to secure infor- 
mation upon the above conditions and their effects. 


TYPES OF PAVEMENT TO BE INVESTIGATED. 


The Bates Road, which was selected for the experi- 
ments, is laid out on a relocation 24 miles long, extend- 
ing east and west and parallel to the Wabash Railroad, 
about 12 miles southwest of Springfield, Ill. The 
fact that the road lies on a new location and that the 
old road will accommodate traffic for any reasonable 
period permits the closing of the test road to all but 
the carefully controlled test traffic which is to be 
applied to it. There are no curves in the alignment. 
The grades vary from zero to four-tenths of 1 per cent 
with an average grade of one-tenth of 1 per cent, the 
maximum and minimum grades extending over very 
short distances. The subgrade soil is uniformly a 
brown silt loam, except for two small stretches where 
it more nearly approaches gumbo. 

The road is surfaced with 7 general types of pave- 
ments as follows: 


3. 
2. 


Portland cement concrete. 

Three and four inch lug brick constructed 
monolithic with a Portland cement con- 
crete base. 

. Three and four inch lug brick constructed 
semimonolithic with a Portland cement 
concrete base. 

. Three and four inch bituminous-filled lug and 
lugless brick on Portland cement concrete 
base. 

Three and four inch bituminous-filled lug and 
lugless brick on macadam base. 

. Asphaltic concrete with and without binder 

course on Portland cement concrete base. 

. Asphaltic concrete with and without binder 

course on macadam base. 


~I 


The series of test sections for each type or design 
cover all reasonable variations in strength that might 
be expected to give any degree of satisfaction under 
heavy traffic. Each series begins with a section 
roughly estimated to be equivalent in strength to 4 
inches of concrete and increases to the approximate 
equivalent of 9 inches of concrete. In comparing the 
strength of concrete pavements with other types, the 
following assumptions were made: 

1. That a brick pavement constructed mono- 
lithic or semimonolithic with concrete base 
has a strength equal to that of a concrete 
pavement of the same thickness and of the 








same quality of concrete as that used in the 
monolithic brick base. 

2. That bituminous-filled brick on a concrete 
base has a strength equal to that of a con- 
crete slab having a thickness equal to that 
of the base plus one-half of the thickness 
of the brick surface. 

3. That bituminous concrete surfaces of 2-inch 
wearing course, or 14-inch wearing course 
with 14-inch binder course, have strength 
equal to 1 inch of concrete. 

Table No. 1 furnishes a detailed description of the 
various types of pavements with their location in the 
road. 


SUBGRADE TESTED BEFORE LAYING PAVEMENTS. 


In order that the department might have absolute 
control over all construction, it was deemed best to do 
the work with the department’s forces rather than by 
contract. Actual work was begun on June 7, 1920, 
when grading and culvert construction were started, but 
it was not until August 2 that the first concrete surface 
was poured. 

Since the experiment is essentially a comparison of 
the strengths of the various pavement sections, and 
since the strengths are affected by subgrade conditions, 
every effort was made to secure uniform subgrade 
throughout. To accomplish this the road was first 
rough graded to somewhere near the correct elevation. 
The whole area of the subgrade, including an additional 
foot of width on each side of the pavement, was then 
plowed to a depth of 6 inches, harrowed, and rolled 
with a three-wheel, 10-ton roller, the roller making not 
more than two trips over any area. After the side 
forms had been set to line and grade, the subgrade was 
carefully finished by hand, and a wooden template rid- 
ing on the side forms was used to guide the finishing. For 
the purpose of determining the uniformity of the sub- 
grade under each of the 63 sections comprising the road, 
observations were made for moisture content and bear- 
ing power of soil under both static and impact loads at 
points 25 feet apart along the center of the roadway. 
These observations were made immediately before 
pouring of the concrete. In addition, samples of the 
subgrade, secured from different points along the road, 
were sent to the United States Bureau of Public Roads 
for soil analysis and laboratory determinations of 
bearing power. 


SURFACING MATERIALS CAREFULLY TESTED. 


During the construction of the pavements notes were 
taken daily on all conditions that were thought to 
affect the setting and curing of the road sections. The 
condition of the subgrade in the morning, especially 
after rains, was reported, and any change in the 
weather during the day as well. The consistency of 
the concrete at different times, with an average for the 
day, and the presence of water in the aggregates that 
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would effect the consist- 
ency were made part of 
the record. All mechan- 
ical delays caused by the 
mixer, tamper, and fin- 
isher were noted, and 
where hand finishing was 
necessary the fact was 
recorded. Other data 
pertinent to the speci- 
mens, as the proportions 
of the mix, a description 
of the type of pavement 
represented, and brief 
mention of the character 
of the aggregate and ce- 
ment used, were recorded. 

All materials used in 
the construction were 
carefully sampled and 
tested to determine their 
physical characteristics, 
and in addition, test spec- 
imens of the concrete and 
other pavement types 
were made up from the 
materials entering into 
the pavement. 

On each 200-foot sec- 
tion of concrete pavement 
or base the following test 
specimens were prepared : 
Three slabs for determi- 
nation of transverse 
strength; 9 cylinders for 
compression strength 
test; and 3 slump test 
specimens. In order to 
duplicate as nearly as 
possible the actual conditions of construction, con- 
crete for these specimens was taken from batches 
during the run of the day’s work. When the pave- 
ment forms were ready for filling, samples of the aggre- 
gates were taken from the loaded wheelbarrows for 
the batch selected, a cement sample was taken from 
the skip of the mixing plant, and the temperature of 
the feed water was determined. At the discharge of 
the batch, the boom was swung to the special mixing 
board and an amount of material sufficient for one 
slab, three cylinders, and the slump test was deposited. 
The boom was then returned to the road and the 
balance of the batch dumped on the subgrade. After 
initial tamping a shovel full of this concrete was placed 
in a bucket of water for a wash-mix sample. This 
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SUBGRADE 
CYLINDER. 


TESTING 


wash-mix sample, which is merely the concrete with 
the cement removed, was taken as a check to determine 
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whether the concrete as mixed actually embodied all 
the requirements of the mix for that particular section. 
The sample is prepared in the field by washing the 
shovel full of concrete in water a number of times, and 
screening over a 100-mesh sieve to remove the cement. 
While it is not possible to remove all the cement par- 
ticles, nor to prevent the loss of some fine sand, the 
discrepancy may be considered negligible. The value 
of this form of sample would lie not so much in the 
individual analysis but rather in the average of a large 
number of samples. 

The transverse slabs were prepared in steel forms 
with inside measurements of 8 by 12 by 30 inches, 
while the compression cylinders were made in field 
forms of parafined strawboard, giving a specimen 6 
inches in diameter and 12 inches in height. The 
specimens were made up as rapidly as possible, rarely 
more than 20 minutes being required to complete the 
slab and 3 cylinders. In order to eliminate the per- 
sonal factor the labor of preparing the specimens was 
divided so that one man ran the slump test for every 
batch, a second man did all the tamping, a third the 
finishing, etc., for every specimen. 

The test pieces were removed from their forms on 
the following day, marked with serial number, date, 
and station, and then placed, one slab with three 
cylinders, at the edge of the pavement opposite the 
section they represented. If the pavement was being 
cured by ponding, the specimens were covered with 
water for the same period as the sections of the road 
they represented. In other cases moist earth was used 
as a covering where that method of curing was em- 
ployed on the road. Record was made of the time of 
moving the specimens and whatever conditions affected 
the pavement were simulated in the treatment of the 
‘specimens. ‘Thus, if on a hot morning the pavement 
was protected from the sun by canvas, then the test 
pieces were given the same treatment. Wherever 
possible the cylinders were cured in water for 28 days. 

It is planned to leave the concrete slabs buried in 
the road shoulders until the section represented is 
tested by artificial traffic. The slab will at that time 
be removed to the laboratory and broken on a Riehle 
testing machine to determine the maximum transverse 
strength. The slabs are for the most part of Portland 
cement concrete, varying only in mix and aggregates 
with the sections they accompany. In special sec- 
tions test pieces were made so as to incorporate the 
features of the pavement, as monolithic brick, con- 
crete with mesh reinforcing, concrete with an addition 
of calcium chloride, or concrete with asphaltic concrete 
surface. 

One of the 3 cylinders buried with each slab is 
broken in the laboratory for maximum compression 
strength when 4 months old, the second after a period 
of 8 months, and the third will be broken with the 
transverse slab at the time of testing the road. 





The construction of all the pavement sections is now 
completed. The preliminary subgrade tests have been 
made, and the pavement test specimens are being 
tested at the appointed periods. The pavements ar¢ 
now under observation to determine the effect of 
temperature and moisture in the absence of traffic, 
and the next step will lead to the tests under traffic. 


THE BEARING POWER OF THE SUBGRADE. 


In the study of bearing power of the subgrade an 
attempt was made to compare the bearing power ot 
the soils under impact as well as static loads. Com- 
parison of the bearing power just before the pavement 
was laid and at various times after pouring the concrete 
was also attempted. The points at which the bearing 
power determinations were made were located 20 feet 
apart along the center line of the road on the completed 
subgrade, and after the pavements were laid the deter- 
minations were made through the testing cylinders 
which will be described later. 

The impact determinations were made with the 
Goldbeck apparatus shown in the photograph on 
page 9. The apparatus consists of a steel footing 7 
square inches in base area into which is fitted a 43-inch 
steel rod about 34 feet long. On the rod, fitted loosely 
so that it can be dropped from any height, is a steel 
cylinder of 10 pounds weight. The impact can be 
varied by dropping this weight from different heights. 
The depth of penetration is measured from a string 
stretched tightly between two steel rods driven firmly 
into the ground and set 2 feet apart. On this string, 
which just clears the side of the rod, is suspended a 
small level. After any number of drops of the weight 
TaBLE I.—Detailed descriptions, by sections, of materials and con- 

struction used on the Bates Experimental Road. 
LUG AND LUGLESS BRICK, BITUMINOUS FILLER, MACADAM BASE. 


| 














, B lg. 
8 ase course. E | 
pe | ——— I 
7 Thickness of ° | LS gi] 
5S R | brick Cushion. | % | || Remarks. 
Se) 4 | : | g Coarse ~ | 
s be |"o | aggregate. [ao 
) 2 | | 2 los 
Z 4 a |= 
Feet.) Saeiei i » 4 Ins. - Uns. 
1A | 100 | 3-inchlug.....| 2- 2-inch sand....| 4 |\Crushed lime- 
1B | 100 | 3-inch lugless..|.....do......... 4 \ stone } 9 | 1-course base. 
2 | 100 | 4-inch lug..... | ene Bo ctuswusct Witeaces ee 10 Do. 
3 | 100 | 4-inch lugless..|..... : ees WPS Sate * ES | 10 
4/100 | 4inchlug..... 1-inch _—- @ tescns eee | = 2-course base. 
5 | 100 | 3-inch lugless..| 2-inch mastic..| 8 diner Wkescanncu Do. 
| 
ASPHALTIC CONCRETE, MACADAM OR NOVACULITE BASE. 
a or 
| Total | 
Numbe thick- 
of ad Length.| Wearing course. Base course. ness of | | Remarks. 
tion. | pave- 
: | | ment. 


Feet 


| | 

Inches. | 

200 2-inch Topeka... 
| do. 


12 | 2-course base. 


| 10-inch macadam!. 


5 a ..| &inch macadam}. . 10 Do. 
Beaveueney on ie ‘inch Topeka... ")\5-inch macadam!. 8 | 1-course base. 
Divicaven 200 | 2-inch Topeka..... 6-inch macadam 1. 8 Do. 
: ee 200 |..... _ aes | 4-inch novaculite. . 6 Do. 
_ Sees 200 |..... _ Seer | inch macadam!.. 6 Do. 


1 The coarse aggregate for the macadam base i is crushed limestone. 









TasBLe 1.—Detailed descriptions, by sections, of materials and construction used on the Bates Experimental Road—Continued. 
ASPHALTIC CONCRETE, PORTLAND CEMENT CONCRETE BASE, 6-INCH CURBS. 
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i} l l ir aay | ] 
Base course. Total se. Total 
Number thick- | Number | ; a thick- 
of Length. Wearin es ness ~. \| of |Length. Wearing a —, ness Re- 
ection. Course. Thick-| Coarse aggre- | y:, | pave- Marks. |! section. | | course. Thick-| Coarse aggre- | yg; pave- | Marks. 
ness. gate. * | ment. | | mess. | gate. 'X. | ment. 
— a —_ = iliideateeeetianiinie — « — © — EE 
| Feet. . Ins. . | Ins. | Feet. | | Ins. | Ins. 
i2Rsnkoe 2-inch Topeka. 4 Comes lime- | 1-3-5 6 | None | 200 | 2-inch Topeka. | 5 | Crushed lime- | 1-2-34 | 7 | None. 
stone. | } | stone, | 
oR... 26-4. 208 Wing cies Bilevcca Oi ranean | 1-3-5 hi BO ian 14-inch Topeka g | id 
13 200 | {inch Recalls 4 ao 1-3-5 7 Do 18....... 200 {itinch binder |} sah hiss do......... | ts 8 Do. 
sae ‘\L-inch binder. pataneeertes esse > |) 19.......| 200 | 2inch Topeka. 6 |.....d0.........| 1-3-5 8| Do. 
14;.ceee 200 | a Stony a aie | 1-2-34 6 Do. . eee a ee _ bekusewes eee ae | 1-2-34 8 Do. 
. in ‘opeka | 49. Bixcetens 200 |..... eee # -seeee Biv csenenrys 1-2-3 9 Do. 
13. eece 200 {ifinehbineer. |} 4 | eae Mt ace Sie | 1-2-3} 7 Do. pes on \fid-inch binder.) 8 a s . 
1G. oma 200 | 2-inch Topeka.| 5 reese Sicncc.s 1-3-5 7 1 | eect edad |\14-inch Topeka ‘aes strat rd -2-34 i Do. 
LUG AND LUGLESS BRICK, BITUMINOUS FILLER, PORTLAND CEMENT CONCRETE BASE, 6INCH CURBS. 
] 
Length | Base course. | _ Total 
Number ofsection. of Thickness of brick. Cushion. Mache SU ee — Remarks. 
section. Thickness. | Coarse aggregate. Mix. | pavement. 
Feet. ; | | Inches. 
dW he Se ree Si rer 1-2-34 | 104 | None. 
100 | 3-inch lugless........ wdnar eee MR sdnech ccrakeowons | 1-2-34 104 Do. 
hee | Se ieee Ee eee 1-2-3} | 94 Do. 
100 | 3-inch lugless...........-. l-inch mastic............ 1-2-34 | 9} Do. 
CM ee ee 1-2-34 | 9 Do. 
100 | 4inch lugless............'....- d 1-2-34 | 9 Do. 
100 | 3-inch lug....... 1-2-34 | 84 Do. 
100 | 3-inch lugless.. . 1-2-34 | 8 Do. 
UO aE Par 1-3-5 8 Do. 
75 | SANGN HAIONs. .... 2.26.00 5! cece 1-3-5 8 Do. 
A OS ens ese 1-2-3} | 7 Do. 
100 | 3-inch lugless............ 1-2-34 | if Do. 
A a 5 | 7 Do. 
100 | 3-inch lugless............'....- d 1-3-5 | it Do. 











| 
Number of | Length of | Thickness 


LUG BRICK, MONOLITHIC 














AND SEMIMONOLITHIC, PORTLAND CEMENT CONCRETE BASE. 


Base course. 









































| Total 
beste 4 - Type. en thickness | Remarks. 
section. section. of brick. Coarse aggregate. Mix | pavement. 
——_ Ce alae QS | a 
Feet. A | | Inches. 
33.. 200 3 | Monolithic........ 2 | Crushed limestone 1-2-3} 5 | ; 
ee 200 3 | Semimonolithic. . . ee eae 1-2-33 | 52 | 3-inch sand-cement bed. 
a nee 50 (1) a cd ccasinlt elaine Ce (1) 6 | 
a itt 200 he | SINE a noon ovecineio'e 2 | Crushed limestone. . 1-2-34 | 6 | 
ee \ 200 B lecnos bora nccskshassrcerteses!. -:. _ ERbeaaee , Se A ea 1-3-5 | 6 | 
BRN et aes | 200 “Vas Gate eee Ene i, AR Gcribtaenevsa 1-2-3} 6 | 
ee 200 gee apie cceraeat palcemweic eae? Pitcckcnvewsekeecrses eon cee 1-2-34 | 2 
Bey | 200 Dei) RACER EN ae | SER ANY 1-3-5 | 8 | 
1 Portland cement, standard design. 
PORTLAND CEMENT CONCRETE. 
aienpe | Thick- | Ba Thick- 
ber of Length.) | Coarse aggregate. | Mix. Special features. | berof |Length. ness Coarse aggregate. | Mix Special features. 
section.| | | | section. | : 
| ee ee ee ee : 
Feet. | Inches. | Feet | Inches. | 
Bossiees 200 | 9 | Crushed limestone) 1-2-3} | None. ee 100 | 6 Crushed limestone | 1-2-34 | Transverse dividing planes 
pee 150 | 3 Deer oS Ee eas | | 1-2-3} | Transverse dividing planes | every 25 feet. No longi- 
| | every 25 feet. Longitud- | | tudinal dividing plane. 
| | | | inal’ dividing planes full | Pavement reinforced with 
| | length of section.1 | circumferential reinforcing 
12 150 | 8 a 1-2-34 | None | in 25 by 18 foot sections.? 
Steen | ca rag = Seah i aeete . se ee 100 5 |.....d0.............| 1-2-34 | Special features same as 
ee ncend 150 | W teston ee Cea | 1-2-3} | Transverse dividing planes | section 45. 
| | every 25 feet. Longitud- | 49.__._. | 100 61... a eee 1-2-34 | Special features same as 
| | inal dividing planes full | | section 46. 
| length of section.) _ | 100 3 ee ape 8! 1-2-3} | Special features same as 
T eueee 150 | ee eee Seen | 1-2-34 | None. section 47. , 
te) 100 | eh ut Mie Ss aa | 1-2-3 | Transverse dividing planes S Lysis pao . eres: po EE ee eee > hae mesh reinforcing used. 
every 25 feet. Longitud: || 537777. 100 | gor car eetdee 1-2-3} | Wire mesh reinforcing used.* 
| inal dividing planes full 54 200 5 do 1-2-3 | None 
} length of section.! Pave- | 55 eeeeee 200 5 Gravel Ieee eee 2s 1-2-3 Do. 
ee ee ee 14 eee 200 | 5 | Crushed limestone| 1-2-34 | 4 per cent calcium chloride 
| alc © tak eee incorporated in 125 feet; 
y ‘ 24 per cent calcium ‘chlo- 
eee 100 i ere Wiese 1-2-3} | Transverse dividing planes | ride used in 75 feet. 
| every 25 feet. Longitud- | Jane 200 4 Seer oe ee 1-2-34 | Cemite cement used. 
inal dividing planes full | 58 200 { 44 \ do 1-2-34 a rolled stone base 
| length of section.! Pave- || °°------ BE fos a sowenesees course. 
| ment reinforced with cir- || 59...... | 200 a eee NB i'd Aiecde 1-2-3} | Cemite cement used. 
cumferential reinforcing in || 60...... | 200 : eee isccieauaeees 1-2-3} | 24 per cent clacium chloride 
25 by 18 foot sections. | | incorporated. 
Transverse rods passed | 61A. .| 100 Wiesces issvsscvcssess 1-2-34 | Hydrated lime 7% per cent. 
through longitudinaldivid- || 61B....| 100 BL ncceiaerresnaiccst 1-2-34 | None. 
ing plane. No longitudinal | = 200 eee RES 1-2-34 | Standard section. 
| rods adjacent to longi- || 63A....| 150 P| i iesccnavend 1-2-34 | None. 
| tudinal dividing plane. | 63B....| 50 7 | Crushed limestone} 1-2-3} | Do. 


‘ Transverse and longitudinal dividing 0 
strips of horizontally corrugated galvanized iron. The -. - 
. width 1 inch less than the thickness of the pavement. 











lanes were formed by setting on edge 


were 6 feet long and had 
he width of the corruga- 


tions was 3 inches; the depth 1 inch. The metal was 16 gauge and the weight of 
zalvanizing was 2 ounces per square foot. 


2 All bar reinforcing consisted of thre 
° inches from the top of the slab and 6 in 
35-inch lap at intersections. 





uarter inch round deformed bars placed 
es in from the edges of the section with a 





8 The wire mesh reinforcing weighed approximately 


45 pounds per 100 square feet. 


The total effective longitudinal sectional area in square inches per foot of width was 
0.093 and the sectional area of the longitudinals in squareinches per foot of width wag 
08 


4 Concrete. 
5 Stone. 











the distances are measured from the 
string to a given point on the rod with 
a 6-inch engineer’s scale, and are re- 
corded to one one hundredth of an inch. 
A special apparatus for making the 
static-load determinations has been 
designed by the Illinois highway divi- 
sion. As shown in the illustration on 
page 4, this apparatus consists of a 
three-legged iron pipe frame from 
which is suspended a Toledo automatic 
hanging scale supporting a pail which 
contains about 30 pounds of shot. The 
load is applied to the subgrade by 
means of a $-inch steel rod terminat- 
ing in a shoe $ inch in diameter on 
the bottom tapered back to % inch, 
+ inch above the bottom. On the 
top of this rod is a pan which re- 
ceives the shot from the pail which hangs on the 
scale, described above. An Ames dial, connected 
to the frame, with its plunger resting on the sup- 
port attached to the 4-inch rod, measures the depth 
of penetration as well as any upward movement of 
the rod due to elasticity of the soil. A thumb screw 
set in the frame enables the operator to stop the 
rod at will. At the 20-foot distances on the center 
line of the road an initial reading was taken with the 
footing resting on the subgrade without any load, after 
which the shot was released and readings were taken for 
total loads of 10, 20, and 30 pounds. Additional 
readings were taken for 2 minutes at intervals of 30 
seconds under the 30-pound load. The load was then 
removed and the upward movement of the rod, due to 
the elasticity of the soil, was measured. The 30-pound 
load delivered a weight of 150 pounds per square inch 
to the subgrade. To determine the bearing power 
after the pavement had been laid, measurements of 
the penetration under static load were taken through 
the testing cylinders set in the pavement as well as at 
points 50 feet apart along the edge of the pavement. 
For making these observations the static bearing power 
apparatus was used, with a shoe 1 square inch in area 
attached. This shoe was used to bring the range of 
pressure delivered to the subgrade to from 3 to 30 
instead of 15 to 150 pounds per square inch. In these 
observations special attention was paid to time of 
recovery of the soil after the pressure was removed. 


INVESTIGATIONS OF THE BEHAVIOR OF SOILS WHEN 
SUBJECT TO REPEATED LOADS. 


In addition to the observations made for deter- 
‘mining the bearing power of the subgrade when sub- 
jected to static and impact loads, it is desired to know 
the effect produced by a load application which more 
nearly approximates the actual conditions brought to 
the subgrade when a truck wheel passes over a rigid 














CONCRETE SLABS USED FOR OBTAINING INFORMATION ON BEARING POWER OF SOIL 


surface. In this case the load is not, in the strictest 
sense, a static load, and when the road surface is very 
smooth there is possibly very little impact. The 
actual force delivered to the subgrade starts at zero 
when the influence of the load is first carried through 
the slab, becomes a maximum when the load is directly 
over a given point and again diminishes to zero after 
the wheel has passed some distance beyond the point. 
From observations made November, 1920, on 7-inch 
surfaces it was indicated that the influence of an 8,000- 
pound wheel load was felt through a distance of 17 
feet on each side of the wheel. This would mean that 
the pressure produced at any point by a truck running 
at a moderate rate of speed would increase from zero 
to the maximum pressure in about one second, and 
decrease from the maximum to zero in the next second. 
The repeating load machine, which is shown in the 
illustration on page 9, was designed to approximate 
the above condition. The apparatus consists of a pipe 
frame in which is mounted a cam and spring for pro- 
ducing pressure and a plunger through which this 
pressure is delivered to the soil. The cam is driven by 
a one-sixteenth horsepower motor to which power is 
supplied by a generator set, which is carried in a motor 
truck. By means of a scale along which a pointer on 
the spring moves, any desired pressure is registered. 
The cam revolves at a rate which will produce 10 appli- 
cations per minute. The movement of the plunger, 
which is identical with the movement of the soil under 
the pressure, is shown by an Ames dial. A second 
Ames dial is used to regulate the machine so as to keep 
the pressure constant. The different footings, as shown 
in the illustration, range in area from 1 to 10 square 
inches. The effect produced upon a soil by these re- 
peated loadings is assumed to be very much like that 
produced upon a subgrade when a number of trucks 
travel over a rigid surface. It is supposed therefore 
that the behavior of the soil under the plunger will be 
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METHOD OF OBTAINING DEFLECTION AND DEFORMATION OF PAVEMENT UNDER 
LOAD WHEN SUBGRADE HAS BEEN REMOVED. 


very much like that of the subgrade under a load. By 
means of this apparatus the data can be secured on the 
action of the soils of different densities and moisture 
contents when subject to repeated loads. To obtain 
some light on the effect of applying loads on areas of 
different sizes the different footings are used. These 
footings are loaded from 10 to 50 pounds per square 
inch, the loads being varied by means of an adjusting 
screw at the top of the frame. 

In addition to the above-described devices for obtain- 
ing information on bearing power of subgrades, obser- 
vations are also being made on the effect of loads applied 
to concrete slabs 3 feet in diameter. These slabs are 
placed on the shoulders directly opposite the pavement 
sections on which it is proposed to run a series of slab 
deformation and deflection tests. These circular slabs 
are subjected to repeated loads of such magnitude as to 
deliver 10 pounds per square inch pressure to the sub- 
grade and the resulting permanent and temporary 
settlements are observed by means of Ames dials. The 
load is applied by a jack placed under the rear of a 
loaded truck. Information is being secured under con- 
ditions of subgrade ranging from normally dry to 
artificially saturated, the saturated condition being 
effected by keeping small ditches, around the sides of 
the slabs, filled with water. 


ILLINOIS SUBGRADE TESTING CYLINDER. 


The special subgrade testing cylinder, shown on 
page 5, has been designed for study of the relative 
movements of the slab and subgrade. When the last 
of the cylinders have been set there will be approxi- 








mately 800 of theminuse. They con 
sist of a 14 by 1} inch black iron re- 
ducer (A), a short length of 14-inch 
black. iron pipe (B), a 4 by 14 inch 
brass disk (D), a short sleeve of 1-inch 
black iron pipe (E), and aspecial } by 
14 inch brass bearing plug (F). Re- 
ducer (A) is flush with top of the 
pavement and disk (D) rests freely 
on the subgrade. The lengths of the 
pipe (B) and sleeve (E) vary with the 
thickness of the pavement in which 
the cylinders are used. 

In the concrete sections these cylin- 
ders were installed when the pave- 
ment was constructed. In the bitu- 
minous concrete and brick pavements 
they were installed after construction 
of the pavement by boring holes with 
a Calyx core drill and grouting around 
them with care so as to assure satis- 
factory contact with the adjacent 
pavement. 

The brass bearing disk (D) follows 
the downward movement of the 
pavement and the upward movement 
of the subgrade so that any separation between the 
subgrade and the bottom of the pavement due either 
to rutting caused by traffic or occasioned by moisture 
or frost conditions can be learned by measurements 
taken from this plug. 

The device for reading the change in position of the 
bearing plug in relation to the pavement is shown very 
clearly in the illustration. It consists of an Ames dial 
fastened in a support (C) which rests on the stationary 
brass disk (F) and a rod (G) which fits into a small 
circular depression in the center of the bearing plug 
(D). 

The difference between initial readings taken as soon 
as possible after the testing cylinders are placed and 
readings taken at subsequent times shows any change 
in position between the subgrade and the pavement. 

These bearing plugs can also be used to obtain data 
on bearing power of subgrade by loading them with 
with the plunger of the static bearing power deter- 
minator. 

By removing the brass bearing plug and iron sleeve, 
these cylinders afford an excellent means of obtaining 
subgrade samples for moisture content determination. 
Also the brass bearing plugs in the cylinders give 
excellent points for taking precise levels so that the 
amount of heaving or settling can be determined. 

The testing cylinders are set in rows of 3 and 5 
across the pavement, the rows being 25 feet apart. 
When 5 cylinders are set in a row they are placed in 
the center, at the quarter points, and 18 inches from 


the edges, and when 3 are used, the ones at the quarter 
points are omitted. 














PRECISE LEVELS ON PAVEMENT. 


Bench marks, made by driving a 3-inch iron pipe 
4 feet long approximately 34 feet under the ground, 
were established every 600 feet along the road. The 
inner core of the earth was then reamed out with a 
large auger, and a 1-inch square rod 6 feet long was 
driven through the pipe, thus allowing the rod to 
penetrate the ground below the pipe for a distance of 
at least 2 feet. Small holes were then drilled in the 
top of the 1-inch rod and a cap was placed on the 3-inch 
pipe. Small holes were drilled in the inner brass plug 
of the subgrade cylinders in order to provide perma- 
nent points for taking levels on the pavement. Three 
cylinders were used at every level station, the cylinders 
taken being those at the two edges of the pavement and 
center. The level stations were approximately 75 
feet apart. An ordinary Beckman Wye level was used 
together with a New York level rod reading to 0.001 
of a foot. The rod was plumbed for all readings by 
means. of a small rod level. Since the level points 
consisted of small holes it was necessary to equip the 
rod with an attachment whereby the zero point of the 
rod might rest in the small hole. Therefore a small 
steel rod about 2 inches long, rounded at the end, was 
attached to the bottom of the level rod. Levels were 
taken over the pavement points about once every 
week and at such additional times as it was deemed 
advisable due to temperature and weather changes. 


DETERMINATION OF MOISTURE CONTENT. 


For the purpose of obtaining data on the effect of 
moisture content on the bearing power of soils, sam- 
ples were taken from the subgrade for moisture content 
determination at every location where observations 
for bearing power were made. These samples were 
inclosed in sealed cans and weighed immediately upon 
reaching the laboratory. It was first attempted to 
weigh the sample in the field, but owing to difficulties 
encountered this method was abandoned after one 
trial. Ordinarily the weight of one sample was be- 
tween 300 and 400 grams. Before the sample was 
placed in the oven the soil was broken into small 
pieces. The oven was an ordinary gas oven with ther- 
mometer attached, except that in later determinations 
an electric furnace was used. After heating, in many 
cases, small and very hard lumps were found; when 
these were broken and inspected it was to be seen that 
all the moisture had not been driven from the sample. 
When such conditions were found a second heating 
showed considerable loss and a third and fourth heat- 
ing were often needed. As a rule when a moisture 
content of between 12 and 17 per cent was obtained, 
two dryings were all that was necessary to give a con- 
stant weight. The temperature of the ovens was kept 
constant between 100° and 110° C. If the tempera- 
ture was allowed to rise above 110° and permitted to 
remain for any length of time, a certain amount of 





1] 


Load applied here 














SKETCH SHOWING LOCATION OF OBSERVATION POINTS 
ON EACH SLAB. 


organic matter was apt to be driven off, thereby intro- 
ducing an error into the determination. The samples 
were heated for a period of from 6 to 12 hours and even 
longer, but 12 hours seemed to be the best length of 
time for heating. 


THE STUDY OF THE SUBGRADE BY MEANS OF SOIL 
PRESSURE CELLS. 


The Goldbeck soil pressure cells provide a very 
convenient means for measurement of pressure in 
inaccessible places, such as road surfaces against sub- 
grades. ‘Twenty-six of the cells have been installed 
in the Bates road. For further information regarding 
this apparatus see “‘The Distribution of Pressure 
Through Earth Fills,’ by A. T. Goldbeck, Proc. A. S. 
T.M., 1917. 


TESTS OF SURFACE BEHAVIOR DUE TO CLIMATIC 
CHANGES. 


Preliminary to the testing of the road by means of 
loaded motor trucks information is being sought on (1) 
the behavior of the various kinds of surfaces when 
subjected to climatic changes, repeated loads and dif- 
ferent subgrade support, and (2) the distribution of 
loads across joints and through pavement sections of 
different thicknesses and types. 

For obtaining data on deflection of the various sec- 
tions when subjected to different temperatures as well 
as to repeated loads, 8 Ames dials are set on any slab, 
as shown in the illustration on this page. The following 
procedure is used in each case. The dials a and 6 are 
independently supported while c, d, e, f, and g are set 
in a beam which rests on two supports, one placed on 
the shoulder and the other placed on the subgrade 
through a hole in the center of the slab. Two ther- 

(Continued on page 22.) 
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U. S. SUPREME COURT UPHOLDS 
STATE TAXATION OF GASOLINE 


By W. J. O’LEARY, Assistant in Road Management, Bureau of Public Roads. 


TAX on gasoline for the purpose of raising road 


revenues is now imposed in at least 11 States, 
as follows: 





Amount of tax. 


State. Law authorizing tax. 

PO xed sixante dass 1 cent per gallon. .| Chap. 116, Session Laws of 1921, ap- 
proved Mar. 17, 1921. 

CS EES EO Eee Met oncdecwas Act 606, Laws of 1921. 

EROS aay (RSE See Chap. 168, Laws of 1919. 

aenudaksacueboaste Metswwasddeooe Act approved Aug. 10, 1921. 

ae ee anaceseodead Chap. 93, Laws of 1920. 

New Mexico...........|....- iatekiaciedve Act approved Mar. 10, 1921. 

North Carolina........)..... Ee State Road Law, approved Mar.3, 1¢21. 

Rb eu nseenteddens 2 cents per gallon.., Chap. 159, Laws of 1919, and Chap. 412, 
Laws of 1921. 

Pennsylvania.......... 1 cent per gallon. .| Act 368, approved May 20, 1921; effect- 
ive Sept. 1, 1921. 

South Dakota.........|..... Divevescvncaten Chap. 292, Laws of 1921, effective Jan. 
922 


WERBION « se scncccclocess Gb aciwndwcceoe Chap. 173, Laws of 1921. 





The new constitution of Louisiana adopted by the 
constitutional convention June 18, 1921, provides that 
the legislature shall levy, in addition to other enu- 
merated taxes, an annual tax on the sale of gasoline of 
not to exceed 2 cents per gallon, the proceeds of which 
are to be placed to the credit of the general highway 
fund. 

It is reported that the 1921 session of the Florida 
Legislature passed a law taxing gasoline. No copy of 
the statute has been received up to the time of this 
writing, however, and the report can not be verified. 

Some concern has been manifested by the officials 
charged with the enforcement of these laws as to their 
validity both under the State and Federal Constitu- 
tions. This point has been definitely settled by the 
United States Supreme Court in a suit brought by 
certain refining companies against the New Mexico 
law. The first case was decided April 19, 1920, and is 
known as Askren v. Continental Oil Co., reported in 
volume 252, page 444, United States Reports. 

It appears that chapter 93 of the session laws of New 
Mexico for 1919 provided for an excise tax of 2 cents per 
gallon upon the sale or use of gasoline and a license tax 
of $50 per annum to be paid by distributors and $5 per 
annum by retail dealers therein. Suit was brought in 
the United States district court for the district of New 
Mexico by the Continental Oil Co., Sinclair Refining Co., 
and the Texas Co. for a temporary injunction to restrain 
the State from enforcing the provisions of the law. The 
temporary injunction was granted and a direct appeal 
was taken to the Supreme Court of the United States. 
~ The New Mexico act defined a distributor as: ‘‘Every 
person, corporation, firm, copartnership, and associ- 
ation who sells gasoline from tank cars, barrels, or 
packages not purchased from a licensed distributor of 
gasoline in this State.” The definition of retail dealer 





was given as: “A person, other than a distributor of 
gasoline, who sells gasoline in quantities of 50 gallons 
or less.” 

Failure to comply with the act was made punishable 
by fine and forfeiture of license. The taxes collected 
under the law, after paying the salaries and expenses of 
the inspectors, were to be credited to the State rvad 
fund. 

The oil companies conduct two classes of business, 
(1) shipping into the State in tank cars and in barrels 
and packages containing not less than two 5-gallon cans, 
selling the contents in the State of New Mexico in the 
original, unbroken tanks, barrels, and packages; (2) 
shipping into the State in tank cars and selling gasoline 
from tank cars, barrels, and packages in such quantities 
as the purchaser requires. As to the first class of 
business the Supreme Court held that the tax upon the 
sale of gasoline brought into the State in tank cars or 
original packages and thus sold is beyond the taxing 
power of the State; that the direct and necessary effect 
of such legislation was to impose a burden upon inter- 
state commerce and was a violation of the Federal 
Constitution, as it provided for fees in excess of the cost 
of inspection. As to selling gasoline in retail quantities 
to suit the purchaser the court held that a business of 
this sort, although the gasoline is brought into the State 
in interstate commerce, is properly taxable under the 
laws of the State; but as it was impossible from the bill 
to determine the relative importance of this part of the 
oil companies’ business as compared with that which is 
nontaxable, it reserved judgment upon the question 
whether the act was separable and capable of being 
sustained so far as it imposed a tax upon business 
legitimately taxable. This point, however, was de- 
cided by the Supreme Court June 6, 1921, when the 
question was finally presented in the case of Harry S. 
Bowman, attorney general of the State of New Mexico, 
v. The Continental Oil Co. 

The amended bill of the Continental Oil Co. showed 
that in addition to buying and selling gasoline it used 
gasoline at each of its 37 distributing stations in New 
Mexico in the operation of its automobile tank wagons 
and otherwise; that under the terms of the New 
Mexico act it was prohibited from using this gasoline 
except upon the payment of the excise tax of 2 cents 
per gallon therefor. The company urged that such a 
tax was void under section 1 of article 8 of the State 
constitution because not levied in proportion to the 
value of the gasoline; that the imposition of the tax 
denied the company the equal protection of the laws 
(Continued on page 23.) 
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9,245,195 MOTOR CARS AND TRUCKS 
REGISTERED FIRST SIX MONTHS, 1921. 


By ANDREW P. ANDERSON, Highway Engineer, Bureau of Public Roads. 


TOTAL of 9,245,195 passenger cars, trucks and 
A commercial vehicles and also 28,114 trailers 
and 177,234 motor cycles were registered in 
the 48 States and the District of Columbia, during 
the six months, January 1 to July 1, 1921. As a 
result of these registrations and the licensing of chauf- 
feurs, operators, etc., the several States collected dur- 
ing this period a total gross revenue amounting to 
$108,213,165.33. 

While the present registration figures are not fairly 
comparable with those for the year 1920, it is interest- 
ing to note that on July 1 of this year there had been 
registered 13,244 more cars, but 61,868 less motor 
cycles, than were registered during the entire year 
1920. Of the several States 21 already show an in- 
crease over and above the total registrations for 1920, 
while only 12 States show a decrease of more than 
5,000 cars each. This decrease is probably due in 
part to leniency in enforcing the registration provi- 
sions during the present financial depression and in 
part to the fact that not a few people owning cars or 
trucks have found it financially impossible or inad- 
visable to operate these vehicles and have let them 
remain in the garage. 

At the present time every State requires an annual 
registration of all passenger cars, trucks or commercial 
vehicles and motor cycles before they can be used on 
the public roads. Minnesota, the last State to re- 
quire annual registration, passed such an act this 
year which became effective on April 15. 

The total registration revenues collected in 1920 
amounted to $102,546,212.25. The registration reve- 
nues collected to July 1 of this year amounted to 
$108,213,165.33, an increase of $5,666,953.08 over 
those collected for the entire year 1920. Of the 1920 
registration revenues a grand total of $97,671,742.10, 
or 95 per cent of the gross receipts, was available 
for road work. Of the registration revenues collected 
during the first six months of this year $101,793,416, 
or 94 per cent of the gross receipts, is available for 
road work, either by the State highway depart- 
ments or the local road officials. This apparent 
percentage decrease is due to the fact that in some 
States the funds do not become available until the 
close of the year. Of the total devoted to road work 
in 1920, 79 per cent was expended by or under the 
supervision of the State highway departments. Dur- 
ing the first 6 months of 1921 this proportion had 
increased to 81 per cent. 


TWELVE STATES HAVE PROVIDED FOR A TAX ON GAS- 
OLINE. 


The motor vehicle has also proved to be an indirect 
source of road revenues in a large number of States. 





Prior to this year, Colorado, Kentucky, New Mexico, 
and Oregon had levied a tax on gasoline. During the 
present year the States of Arkansas, Arizona, Georgia, 
North Carolina, Pennsylvania, South Dakota, and 
Washington have passed a gasoline tax, while other 
States have the question of passing such a tax under 
consideration. The State of Louisiana has written 
such a measure into its new constitution. 

Only 13 States gave definite information as to the 

sizes of the trucks and commercial cars registered 
‘during the six months. These data are given in 
Table 1. They are, however, not directly comparable 
due to the following reasons: So far as legislative 
registration enactments are concerned there is as yet 
no universally accepted standard as to what consti- 
tutes a motor truck. In some States all motor cars 
are registered on the same basis; in others only cars 
having solid tires are classed as trucks, while in others 
all motor vehicles used for carrying freight or merchan- 
dise of any kind whatever, are classed as trucks. 
Even those States which provide for a separate regis- 
tration for motor trucks do not employ the same basis 
for designating the size of the vehicle. Some States 
use the total weight of the loaded vehicle, others the 
weight of the unloaded vehicle or the weight of the 
chassis, and still others use such indefinite bases as 
the horsepower, or the cost of the vehicle. 

It is interesting to note, however, that of the 10 
States reporting a total of 91,488 truck and commercial 
car registrations based on rated carrying capacity, 
46.8 per cent were 1 ton or less, 48.2 per cent were 
between 1 and 3 ton, 4.6 per cent between 3 and 5 ton, 
and only 0.4 of a per cent over 5-ton capacity. Two 


TABLE 1:—Truck and commercial car registration by sizes. 








Carrying capacity in tons. 














€: — 

. regis- 

iild 1 ton | 10 to 12} tra- 

or less. | 1 t93- | 3to5. | 5to8. 8tol0.; yo," | tons or tions. 

; | ~a over. 

Alabama....... 3,808 | 4,471 GOS five ctcailocsucctulicsscaetlencuabon 8, 642 
Arizona......... 2, 880 533 60 > RRR CEPR RSS eR” 3, 475 
Connecticut !... (2) 21,298 | 2,001 WT luviaen dealecesaetetesue cus 23, 571 
eee 4, 146 635 287 ge RN RAG, OS 5, 069 
es eS ee Ee SR PR res ieee ny ae 13, 000 
Nebraska ‘...... 12, 000 3, 000 MN fi vadacgunlacewuns fieaouasn paewne ee 15, 998 
New Jersey 4....| 14,549 | 10,268 | 4,745 | 2,948 ot RRR A area” 34, 074 
New Mexico.... R44 281 52 Bes kkcamulsneneseelawomeren 1,178 
Pennsylvania ®. (2) 42,095 | 9,122 DED lnisasvsclegrsecceleeuesuen 51, 503 
South Carolina. 4,760 | 1,749 WP lone Sedeklsesanecslecwexeeciecusoees 6, 572 
South Dakota!. (?) 6 7, 742 PU lenbsdeutsescwoeslenmienactCaamaee 7, 806 
Vermont. ...... 2,474 549 55 3 E Mivewees 3 3, 085 
Wisconsin...... EO Te he ag Oe Sok vps alavecenbaleaseseenl animes 19, 099 
Totel..... 69, 426 |100, 520 | 19, 045 3, 513 a eee 3 | 193, 072 


1 Data for year 1920. 

2 Tncluded in column ‘‘1 to 3.”’ 

3 Data approximate. 

4 Distribution based on total loaded weight. 
5 Distribution based on weight of chassis. 

6 Two tons and less. 

7 Between 2 and 5 ton. 

8 Three ton and over. 
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TaBLE 2.— Motor-vehicle registrations and revenues, Jan. 1 to July 1, 1921. 





















































| | | Hg pe ae 
| available for road work. 
Total Tracks Reregis- Owners’ |Manufac-| Total gross | 
carand passenger) and Taxis - Motor  trati - . and turers’ | motor-vehicle | 
State. truck ee and Trailers.| | chauf- and registration | + 
‘e | Cars. | commer- ae cycles. or > - li | By or under Under 

registra. cial cars. DUSSes. transfers. | {Urs dealers end license | ‘state high- | direction 

tions. | licenses. licenses. revenues. way depart- ot local 
| ment. authorities. 
isn tenintteonsssteerews 78,761 | 66,252 8, 867 ee Se 4, 544 1, 350 $897, 378.67 | $874,663.27 |..........-. 
ME sic Sdavacceccsnseceensss 30,175 | 126,328 23,475 | WES lecenseeans 376 743 31, 045 219 187, 434. 75 A gee eee 
PR isivsvadadenestecinexees 58,676 | 58, 287 OEP lencccsséve 8 136 261 242 397 615, 000. 00 187, 500.00 | $430, 500. 00 
ES 588, 863 | 557, 231 dd Se eee 2, 661 15, 161 90,840 | 801,515 2, 475 6, 215, 936.82 | 2, 706,652.28 2, 706, 652. 28 
CU on wadueddesecdadascen 119, 867 | 112, 783 Fe OOe losexcesven 38 , 10: 4,124} 118,119 2, 176 789, 080. 47 357, 138.42 | 357, 138, 42 
ee 1EG, 046.) 06,008 | “28008 |... cco necluccscccens 2, 759 9,878 | 132, 248 695 | 1,876,444.58 | 1,876, 444.58 |............ 
ae 18,800 | 18,800 pt. ivsteuweene 56 Sh aS 21, 416 564 338, 804. 00 338, eee 
District of Columbia..........-.. 42,377 | § 35,654 7 5, 448 Cf eee Seer TREE iawsevecanx SS aes Saas 
aith 4. weeneseadseccnss 89,795 | 76,323 | 13,345 127 (8) 1, 153 1, 713 , 236 699 701, 589. 00 96, 273.22 | 545, 151.51 
I SS iacs cedecevcaxesdesses 118, 652 | 118, 652 i ee Se 1, 023 238 3, 739 618 | 1, 598,355.30 | 1,598, 355.30 |............ 
MR iniudaieuatscenokecuel 46,035 | 46,035 (5) 1) 46, 663 348 9 726, 404, 25 145, 280.85 | 508, 482.97 
SR eandvntivnnisakintaeh 580, 345 | 512,541 | 67, ppaaseres. 61,027| 6,511 | 6,238,326.70 | 6,221, 282.05 |.........-.. 
MINDS woiuciescatiecdecwarses 344,890 | 309,450 | 35,440 |.......... 1, 401 5,739 10, 002 7,170 1,379 | 2,151, 543.00 | 2,151, 543.00 |.... 2.22... 
| EE ne neers 435, 356 |1° 407, 084 , Se 5 rere 313 3,406 108, 000 6, 790 1, 687 7, 343, 051.32 | 6, 792, 326.00 |............ 
| ERIN 287,393 | 267,933 | 19,460 |..........|..........| 3,398 | 10,045 | 287,393 Z106\| 1,406 198 06 |-.....<-.5.2.. 1, 275, 453. 00 
NINN os ven cccewacxdes 103, 493 | 94, 414 | SAD Seardentea ae i eae 7, 680 700 '| 1,073; 587.25'| 3072, 587.25 |..........- 
NT as caGdeiewshaedenea 71,000 | 64,000 ET. . cvtacasewbusaeaweqes i] ON BE Eee (Ot dl Ee eee , 000. 00 
or a ceaibecl 66,133 | 57, 874 ERNE SER 1, 172 5252 | 82, 013 | 712 865, 688. 75 te ae 
(0 EEE es 132,273 | 122,550 9, 472 251 195 | 114, 062 5,648 | 27,621 | 3,016 |  2,031,535.86 | 1, 422,075.00 |............ 
er 300, 027 250, 778 i 1. ee 401 WGEES sc sseenens 204, 399 1, 758 3, 842, 593.25 13 1, 858, 250.00 |............ 
Michigan. .........-..---++++0+- 426, 460 |18 382, 432 | 14 44,028 |........-. 3, 382 5,252 17,002 | 56,349} 1,680)  5,963,228.16 | 2,883, 004.15 2, 883, 003. 31 
MIN oie coos cnaceecconxe 283, 000 |15 270,000 | 13,000 |.......... 7, 684 | Sf eee 1,700 | 1,350) 4,795,526.00 | 4,795, 526.00 |............ 
Mississippi* .......... peepee 56,114} 48, 100 | NE Pee Be vaswacks tbosacemenets Be ae 700, 000. 00 650, 000.00 |............ 
| _ A E aR Oe 305, 802 |16 305, 802 PP livstc aos tnesatooues 3, O81 8,464 | 327,201 | 2,045 |  2,236,392.00 | 2, 236,392.00 |............ 
WN a. cees.c ccdssescsacones 51, 500 | : a ESSN Ree ea 373 208 45 255 530,617.50 | 238,777.87 | 238,777.87 

| | | 
PINS Color dnnuiegencinnncsos | 215,909 | 199,861 | 16,048 |.......... 232 1, 419 (A | 2,193 | 2,652,933.98 | 1,920,060.96 | 640, 020. 32 
SS aA ae 8, 688 8, 688 (>) 1 tees: ee: 73 96, 548. 85 95, 798. 85 750. 00 
ge eee 37, 170 37, 170 34, 400 | 270 540, 967. 14 SS eee 
DE Pv occavicsesveccecaes 237,339 | 214,940 295, 008 2,853 | 3, 464,938.85 | 3, 194,938.85 |............ 
WOW MeEI06, 20.00... c.cccceccee PM PE cccnceclesesccccsn| SOY SOPs 183, 173. 72 i 4 a 7 es 
BE cau csecactassccnseds 675, 530 | 505,642 | 144,888 | 25,000, 4,000] 22,5809) (5) |.......... ae 9,000, 000.00 6, 750, 000.00 2, 250, 000. 00 
North Carolina. ........0..2-00<-0- eee |) Tee) TEC cece] ER ec cccwcclicnscesescl 1, 116 1, 680, 000.00 | 1,680,000.00 ............ 
Wortts DORR... .....2-ccccescce Si a 4) ene Ear Sf a) NG Ea ae 632, 241. 00 176, 120.50 | 176,120.50 
ESE Sener | 628, 283 |17 547,000 | 77,000} 4,283 4,775 | 823,300 |..........|........-.| 5, 837 196,000, 000.00 | 3,000, 000.00 3, 000, 000. 00 
NIRS io55 c<cvceunascencal PAGE UO OUD cs cc ceclceessccll | OER base escac clase cseaan 772 | 2,130,992. 50 |20 1, 924, 546.75 |............ 
aie vacctsctccsoncnadaaces | 102, 274 | 102,274 29, 747 489 2, 153, 843.75 | 1,500,000.00 | 500, 000. 00 
IN Se wccnacancnnnced | 609,268 | 557,765 237, 505 13, 547 8, 387, 106.05 | 8,387, 106.05 |............ 
eS eee | 46,574 | 37, 676 Sears 604, 654. 00 574,684.00 |...........-. 
Goats Caroline. .....0...000000- | 82, 447 } 75,875 | 6,572).........., 44| 643) — 698].......... 649 703, 655. 52 ae Se ae 
renee | 117,800 | Oo ae A | | oe | ee, i | 7 Bae 1, 000 po 8 eae eas 680, 000. 00 
Ec Siiidddwnniccewcennsth | 98,924 | 86,610 L DIONE Uvguectevacdineicueseesl) aL SeeM bevcowecmes | 449 1, 203, 944. 08 1, 168,610.36 584, 305.17 
ES re 412, 332 es 412, 332 12, 507 | 2, 030 3, 423, 802. 29 1, 671, 669. 16 1, 670, 751. 57 
| Seas 41,136 | 35,730 | 42, 827 186 385, 053. 05 355, 194.55 |............ 
Vermont 32, 871 29, 786 | 40, 025 245 594, 562. 55 Pek, 3 ee 
LR ES 124,000 | 110,000 | 4, 500 3,000 | 1,800,000.00 1, 700,000.00 !............ 
I cic a cxopaneeven des 162, 287 | 136,205 | 23,374) 2,708| ##577| 2,924) 4,6541].......... | 812 2, 642, 831.51 2, 518, 131.51 |............ 
io a. ee 91, 204 78, 002 | 9, 617 1, 092 1, 076, 279. 86 Ro wk. 3 eae 
iain Waicteitael tne we ee 315, 864 | 206,765} 19,000 |..........'......----| 5,505 | 8,000 |.......... | 2, 040 3, 373, 000.00 2, 429, 066. 39 809, 688. 79 
a eR eee 23, 684 s&s 2 ee a: ee =o |} eer 204 260, 534. 25 > eee 
eats ovnesncnanvannd 9, 245, 195 ie 363,427 | 844, 110 | 37, 658 425, 104 


28, 114 | 


177, 234 | 2, 996, 901 | 69, 657 


108, 213, 165. 33 


82, 153, 620. 29 19,639,795.71 





1 Does not include 109 nonresident passenger cars. 

3 Does not include 6 nonresident motor trucks. 

3 Registration became effective May 1, 1921. 

4 Includes motor busses and trailers. 

5 Included under passenger cars. 

6 Does not include 16,979 nonresident passenger cars. 
7 Does not include 1,528 nonresident motor trucks. 

8 Included under motor trucks. 

® To June 1. 

10 Does not include 821 nonresident passenger cars. 
11 Does not include 2,053 motor bicycles and side cars. 
12 Appropriations made annually by legislature. 
* Estimated. 


States having a total of 50,072 truck and commercial 
car registrations based on the total loaded weight of 
the vehicle show the following grouping: One ton or 
less, 53 per cent; 1 to 3 ton, 29 per cent; 3 to 5 ton, 11 
per cent; 5 to 8 ton, 6 per cent; and above 8 ton, only 
1 per cent. One State having a total of 51,503 truck 
registrations based on weight of chassis shows the 
following grouping: Between 1 and 3 ton, 81.8 per 
cent, between 3 and 5 ton, 17.7 per cent, and only 0.5 
of a per cent over 5 ton. 

The registration of passenger cars, motor trucks, 
and commercial vehicles, taxis and busses, trailers, 





13 Does not include 198 nonresident passenger cars. 
14 Does not include 216 nonresident motor trucks. 

15 Does not include 200 nonresident passenger cars. 
16 Does not include 268 nonresident passenger cars. 


1 Does not include 82,798 nonresident passenger cars. 
18 Includes side cars. 


19 Approximate. 


2 Distributed under counties but expended under supervision of State highway 
department. 


21 Does not include 50 nonresident passenger cars. 
22 Does not include 339 nonresident passenger cars. 
23 Includes taxis, busses, and trailers. 


motor cycles, reregistrations and transfers, owners’ 
and chauffeurs’ licenses, manufacturers’ and dealers’ 
licenses, total gross revenues and also the portion of 
these revenues available for road work by or under the 
several State highway departments and local road 
officials, respectively, are given in Table I. Nine 
States still fail to segregate their registration data so 
as to show the number of trucks or commercial cars 
within their borders. Only 7 States and the District 


of Columbia reported the number of taxis and busses, 


and only 19 States had any data as to the number of 
trailers. 
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MARYLAND'S ROAD ACCIDENT MAP 
SHOWS GREAT DANGER OF SPEED. 


By HARRY D. WILLIAR, Jr., Assistant Chief Engineer, Maryland State Roads Commission. 




















THE MARYLAND RECORDS SHOW THAT FEWER ACCIDENTS OCCUR ON THE CURVED ROAD AT THE RIGHT THAN ON THE STRAIGHT 
ROAD AT THE LEFT. 


occurred on the State roads of Maryland, 14 of 

which have involved loss of life, according to 
reports received from its patrolmen by the Maryland 
State roads commission. Few of these accidents have 
been due to faulty construction or location of the 
roads; and the 20 cases in which a highway condition 
is given as the immediate cause of the troubl.; were 
caused by wet surfaces. In these cases the failure of 
motorists to exercise ordinary precaution undoubtedly 
played a large part. 

The State roads commission has determined to learn 
for itself the cause of the many accidents which occur 
on its roads. If any of them are due to defects in road 
design or location, the commission wants to know it so 
that the proper corrective measures may be applied. 
To this end it has put into effect a plan which will 
bring to the desk of the chief engineer a report on every 
accident that occurs on any part of the State system. 

Each patrolman is furnished with report blanks 
which, when properly filled out, make it possible to 
locate and study the exact spot where each accident 
occurs. The reports also contain complete informa- 
tion in regard to the nature of the accidents, how they 
occur, whether or not they result fatally, the number 
of persons killed and injured, and the license numbers 
of the vehicle or vehicles involved. On the reverse 
side of the report blank four simple diagrams of typical 
road sections are printed. The sections represented, 
as shown in the illustrations, are a length of tangent, 
a single curve, a reverse curve, and a cross-roads inter- 
section. The patrolman is required to indicate the 


[) cxcun the past 3 months 94 accidents have 








exact location of the accident on the appropriate dia- 
gram and give the distance of the point from the 
nearest town. 


FEW ACCIDENTS CAUSED BY THE ROADS. 


The reports received daily from all over the State are 
recorded on a large map of the road system by the use 
of colored tacks, each color representing one kind of 
accident. Although the record has been kept only a 
few months the map has already brought to light some 
most interesting and unsuspected facts. From the 
reports that are received it is possible in the large 
majority of cases to determine which is at fault—the 
road or the driver. 

Few accidents are attributed to the road, but where 
the report leaves a question as to the cause, the loca- 
tion is immediately examined and, where any condition 
is found to exist which might possibly have contributed 
to the trouble it is rectified at once to prevent a repeti- 
tion. Different locations require different treatment. 
For example, it may be shown that additional width 
is needed, or that a curve requires banking, that a tree 
or other obstruction interferes with the vision and 
should be removed, that a guard rail should be con- 
structed, or a warning sign placed in a different loca- 
tion. While such changes are made when the reports 
indicate the need, the records thus far disclose few 
cases in which the highway defect would have caused 
an accident if the vehicle operator had been careful. 

One of the interesting developments is that the 
largest number of accidents have occurred at the places 
that have always been considered safe, while the sec- 





tions of road which have been commonly regarded as 
extremely dangerous are proving to be relatively free 


from accidents. It is particularly noticeable that in 
western Maryland, where the State highway crosses the 
Blue Ridge, and where the grades are necessarily steep 
and the curves sharp, there have been but 8 accidents 
in three months, none of which has resulted fatally. 
On other roads where numerous curves constitute what 
might be considered a decided hazard the accidents have 
been few and not serious. Rather strangely also the 
accidents have been fewest where the traffic density is 
greatest. Thus on all the roadsradiating from Baltimore 
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highway in the whole road system are so free of any 
features which might be considered as dangerous. Yet 
the three-months record of this road is 16 accidents, 
3 of which were fatal. Similarly, on the Balti- 
more-Washington road, with all apparent danger 
spots removed, the record covering the same period 
shows that there has been 1 accident for every 4 miles 
of road. 

There seems to be only one answer to account for 
these hitherto unsuspected conditions. It is that even 
the less careful motorists drive cautiously in the pres- 
ence of recognized dangers, such as steep grades, sharp 
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DIAGRAMS OF TYPICAL ROAD SECTIONS ON WHICH PATROLMEN INDICATE THE LOCATION OF ACCIDENTS. 


the three-months record shows only 7 accidents within 
10 miles of the city, while in a similar zone around the 
town of Frederick twice as many smash-ups occurred 
in the same length of time. Even the railway grade 
crossing, generally considered one of the most men- 
acing of highway evils, has proved to be far from the 
most important cause of fatal accidents. 


THE HIGH PRICE PAID FOR SPEED. 


The outstanding fact brought to light by the three- 
months record is that the vast majority of the disasters 
that overtake motorists are brought upon themselves 
by their own recklessness, and 90 per cent are due to 
just one cause—speeding. On the National Pike, be- 
tween Baltimore and Frederick, there are 48 miles of 
the straightest road in the State. 


Few stretches of 





curves, grade crossings, etc., while the absence of such 
dangerous features gives the driver a sense of security 
which prompts him to take a chance and yield to the 
well-nigh universal passion for speed. 

The accidents which have occurred on the State 
highways during the three months, May to July, in- 
clusive, may be classified as follows: 

Violation of motor law, 60; 10 fatal. 

Wet road, 20; 4 fatal. 

Car trouble, 14; none fatal. 

The 14 fatalities may be classified as follows: 

Failure to heed warning at railway crossing 
Nc acwelesitininebimlacnnedeeekiw eek dinkeene tae eee 


Driving on wrong side of road 
Reckless driving 


ss 
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T IS not too much to say that the situation in respect 
| to highway transport is critical, and that unless 
those interested in its development settle upon a 
basis of fact the numerous problems that remain to be 
solved there is danger that the public may interrupt 
what progress has been made, because of a general feel- 
ing of insecurity. We must at least learn the answers 
to the physical problems of road design and the eco- 
nomic problems of service cost before we can be sure 
we are wisely investing the money which is now so 
freely given by a trusting public. What is needed is 
research—conscientious, intensive, comprehensive re- 
search by all agencies and individuals that can be 
induced to take an active interest. 

Realizing the need, the Bureau of Public Roads, the 
United States Army, the State highway commissions, 
and many of the universities and industrial organiza- 
tions are actively at work, each upon the problems that 
seem to it most important, and all with the earnest 
desire to put highway construction upon a scientific 
basis. Their efforts are yielding valuable fruits, but 
there is danger that their resources may not be applied 
so as to bring about the maximum result. Through 
lack of coordination two or more of them may devote 
their efforts to the solution of the same problem, while 
other equally important problems remain untouched. 

It is for the purpose of coordinating the work of such 
agencies and to induce other organizations to bear a 
part, that the Advisory Board on Highway Research 
of the National Research Council has been organized 
in cooperation with the Engineering Foundation. This 
board is composed of representatives of engineering, 
operating, and industrial organizations, Federal de- 
partments, and the Association of State Highway Offi- 
cials. The board will not engage in research directly, 
but will act merely as a coordinating agency. 

Believing that a comprehensive and logical assem- 
blage of the problems will be helpful, the writer has 
been endeavoring to set down upon a simple chart all 
the elements of the highway transport situation in their 
proper relations, including the factors of engineering, 
economics, administration, and finance. In so doing 
he has been impressed with the number of figures that 
are seen but dimly in the picture and with the large 
section of the field that is blank. The following are 
only afew of the questions which can not be completely 
answered : 


The transport unit: 


(1) What is the economical highway-truck unit 
for each of the several uses—e. g., inter- 
city, farm-to-market? What is the cost 
of transport arising from vehicle and from 
road ? 

(2) What is the relation of this economical unit 
to other systems of transport—e. g., elec- 
tric and steam—in a unified system ¢ 

(3) To what extent, as a matter of public policy, 
should any transport unit be isileontin 
subsidized ? 

(4) What traffic regulations should be imposed 
on such economical unit? What fees 
should be charged for service rendered 

to the vehicle by the road ? 
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THE FIELD OF HIGHWAY RESEARCH. 


By W. K. HATT, Director, Highway Research Committee, Division of Engineering, National Research Council. 


(5) What should be the proportion of the total 
traffic supplied by such economical unit 
to justify a special design of road for it? 

(6) What prediction can be made of future 
changes in general traffic and what is the 
influence of these on the economics of the 
present situation ? 

(7) How should passenger traffic over the high- 
way be evaluated ? 


The road: 


(1) What type of road paving should be selected 
for a specified transport unit? 

(2) If the road can not be economically fitted 
to the truck-transport unit, can the latter 
be modified in design to fit the road ? 

(3) How should the design of the road and pav- 
ing be modified to meet changing condi- 
tions of subgrade, climate, etc.? How 
shall subsoils be improved ? 

(4) What sum of money is the locating engineer 
justified in spending to avoid increase in 
distance, curvature, rise and fall, maxi- 
mum grade, maximum curve ? 

5) What system of maintenance and organiza- 
tion is best fitted for types of roads differ- 
ing in traffic, in materials, and in climate ¢ 

(6) What is the capacity of a road of given 
width for any particular type of vehicle 
as expressed in vehicles per hour, ton- 
miles per year, etc.? What is the appro- 
priate unit for expressing traffic for vari- 
ous purposes ¢ 

(7) (In construction many questions arise in 
selection, production, and economical use 
of maiteniéls. standardization, and regula- 
tion.) 

(8) How may the volumetric changes in roads 
be overcome ? 

(9) What is the economical life of various types 
of roads—that is, when do maintenance 
charges exceed earning value? 


, 
A 
wt 


Administration: 


(1) What should be the policy in control of 
truck and bus transportation systems, ter- 
minals, routing, etc. ? 

(2) What police regulations should control use 
of roads ? 

(3) What is the best administrative and execu- 
tive organization for administration and 
operation of roads ? 

(4) What principles should govern the selection 
of a system of roads in its various parts, 
as influenced by interstate, intrastate, 
county, local traffic, etc. ? 


Financing: 


(1) What should be the method of financing 
construction and maintenance of roads ? 
What portions of the cost should be paid 
from long term bonds, and what from 
current funds? What form of bonds 
should be issued and how create a 
market for them ? 


—s 
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2) What should be the relation between the (3) To study the operating costs of elements 
life of the bonds and the economic life of entering into eed of highways, such 
the road ? , as distance, grade, curvature. 

(3) To what extent do social betterment, mili- (4) To study the character of the highway loads 
tary use, i. e., social value, and other im- produced by the vehicle. 

onderables enter into highway policy ? (5) To study design of vehicles with a view to 

(4) What should be the distribution A costs as lessening their destructive effects on the 
between Federal, State, county, town- road. 
ship, property benefited, the user and (6) To study supporting power and improve- 
other units ? 


(5) How shall the future maintenance charges 
on completed road systems be met? (7) 


Shall the user pay all of these? 


(2) In order to determine the cost of transport 
a statistical table must be made that notes nite. 


ment of subgrades and the relations to 
design of paving. 

To study resistance of concrete slabs to 
alternate stresses and to surface loads. 


(6) How shall safety be insured on the roads? (8) To study proportioning and use of bitu- 
) . ‘ a 
The chart reproduced in Table I is devised to indicate _, minous materials, 
the field of research and to divide it into subfields from (9) To study bonding of brick surfaces. 
which data must be sought by research to produce the (10) To study volume changes and the means of 
answers to these and other equally important questions. _, meeting them. 
Some of the studies that should be made at once are (11) To study operations of concrete mixers. 
as follows: (12) To study the organization and economics of 
(1) To develop a traffic census blank. The (13) T age or agente — se en 1 
‘aarcaang here is to develop a traffic classi- 3) to s i 7, eee, SPaee ee eeere 
wae , roads. 
ication, to define the purpose of the cen- a 
sus and to standardize various forms and (14) To study cellular and other new types of 
. . T Co 
instructions. paving. 


Replies to these questions are wanting or are indefi- 
The function of research is to assemble well 


all of the elements of cost; sometimes only authenticated data upon the basis of which a reasonable 


a few of 


I. Economics (data for economic 


survey and study of project). 


1. Traffic studies (regional): 
A. Distribution in region. 


B. Character (traffic blank )— | 


Vehicle. 


Weight and distribution. | 


Speed. 

Tire (condition). 
Commodity. 
Length haul. 


C. Method ofexpressing unit | 


of traffic. 

D. Predicted changes. 

E. Other traffic on steam 
and electric roads. 

F. Central sources of traffic. 


2. Community needs: 


Systems of roads in classes 
for industries, etc. 
Intangibles. 
3. Cost of transport: 
Capital cost— 
Road. 
Vehicle. 
Fixed charges. 
Overhead. 
Operation— 
Maintenance. 
Routine. 
Replacement on road. 
on vehicle. 


Equivalent units, z—auto= | 


y—ton truck, etc. (eco- 
nomic life). 
Economics of location: 
Cost of distance— 
Rise and fall. 
Curvature. 
Ruling grade. 
Ruling curve. 
5. Financing: 
Bonds. 
Taxes. 
Fees, etc. 
. Highway valuation: 
Increment of land values. 





these are reported. 


] 
| 
| Il. Operation. 


TABLE 


judgment may be rendered. 
I.—The field of highway research. 





III. Design (road). IV. Design (vehicles) as related 


to road). V. Construction. 





1. Control of traffic. 1. Subsoil studies: 1. Design of vehicle: 1. Materials: 
Routing. Properties— Power gear ratio. Bituminous. 
Terminals. Physical. Braking, etc. } Nonbituminous. 
Franchises. Mechanical. Effect on loads— | Fundamental mechanical 
Police regulations. Chemical. Sprung. | properties. 
| 2. Accident insurance. Drainage. Unsprung. Methods of test. 
| 3. Planning systems of trans- Supporting power. Distribution. | Standard tests. 
| port: Improvement by treatment.| 2. Economy of operation and | Specification. 
Financing. Effect of road deformations. maintenance (see Automotive Preparation and treatment. 
Environment. Effect of climate. industry): (See Special list.) 
Relation to other transport | Distribution of pressure. Economic limit of size of | Proportioning. 
organization. 2. Base course: truck in various situa- 2. Mixing: 
| 4. Distribution of costs: Character, type— tions. Efficiency of mixer. 
Traffic. Thickness. Cost of truck transport Central mixing plants. 
Property. Materials. (schedule of elements). 3. Placing. 
Political units. Cross section. Economic limit of haul. 4. Methods of testing roads: 
5. Maintenance systems. 3. Surface: Cost of accounting. Instrument. 
| 6. Maintenance machinery. Character. 3. Surface: } Cores. 
| 7. Maintenance methods: Thickness. Tractive effort. 5. Design of experimental roads. 
Routine. Materials. Wear on tires. 6. Drainage (and drainage struc- 
Replacement. Cross section. Loads. tures). 
Snow removal, etc. Wear by traffic. Maintenance of vehicle. 7. Impact on bridges (see de- 
8. Trail marking. Wear by elements. 4. Alignment: sea}. 
9. Cost accounting. Impact of traffic. Curves (speed). 8: Reinforcing. handling and 
10. Safety. Tractive resistance. Grades. placing. 
Wear of tire. 5. Cross section: 9. Inspection. 
Wear of vehicle. Width. 10. Plant design and control. 
Dusting. Crown. 11. Cost accounting. 
Influence of locality. 6. Safety. 12. Construction contracts. 
4. Cross section: 
Width. 
Crown. 
Shoulders. 
Ditches. 
| 5. Loads: 
Statice. 
| Impact. 
Surface, integral, as effected 
} by design of vehicle. 
! | 6. Design of integral slab: 
Strength and stiffness of— 
| Solid. 
Precast. 
Cellular. 
7. Volume changes: 
Joints. 
Shoving. 
Corrugations. 


. Reinforcing: 
Theory of.j 
Amount. | J 
Kind. 
Distribution. 
Direction. 





This list of research studies applies to all classes of roads—brick, concrete, bituminous, macadam, sand-clay, gravel, etc. 
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THE NEED FOR TREE PLANTING 
ALONG THE PUBLIC HIGHWAYS. 


By F. W. BESLEY, State Forester of Maryland. 


AST sums of money have been 
yy spent in recent years in con- 
structing improved highways 
through the various States, resulting in 
some magnificent highway systems. In 
their desire to construct the most miles 
of good roads at the lowest cost, the 
engineers have given little or no atten- 
tion to beautifying the roadsides. In 
fact, this is generally regarded by the 
road engineers as an entirely separate 
project. There has developed, however, 
in recent years, a strong sentiment in 
favor of carrying this good work further 
than the actual building of highways 
and looking to the importance of mak- 
ing them more attractive by the plant- 
ing of shade trees. Some States have 
enacted laws authorizing such work, 
but in most cases it is left to the initia- 
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tive of the local communities, with little 
or no financial support from the State. 
Consequently, little in the way of systematic work has 
been done. 

Many of the trees were removed from the highways 
prior to the time improved surfaced roads were re- 
garded as so necessary an adjunct in our transporta- 
tion system. When the era of good roads swept in, 
and the need of wide improved highways to accommo- 
date the increasing automobile traffic became apparent, 
most of the remaining native tree growth along the 
roads was cut down. Some of this destruction was 
made necessary by the widening of the roads and the 
grading operations, but many of the trees were need- 
lessly sacrificed. Since that time a reaction has set 
in, demanding shade trees along these improved high- 
ways to make travel more comfortable and the road- 
sides more attractive in appearance. What is needed 
now is systematic tree planting along all roadsides 
where grades and road lines are permanently estab- 


lished. 
OBSTACLES TO PLANTING. 


In undertaking the planting of trees along the high- 
ways, there are certain conditions peculiar to the work 
that must be given due consideration before any plan 
of planting will succeed. In the first place, traffic 
conditions—both the present and the probable future 
conditions—must be given proper weight. This means 
that in planting, sufficient room must be allowed for 
widening the roadway to carry the traffic safely for 
the next 50 years. On the main highways this gener- 
ally means that the trees should not be planted closer 
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than 25 feet from the center of the surfaced roadway. 
On subordinate roads it may be practicable to plant 
them a little closer to the center, although the 50-foot 
spacing should be observed as far as possible. This 
permits of a reasonably wide road surface.and the 
necessary room for drainage. Frequently the estab- 
lished right of way of the road is less than 50 feet in 
width, in which case complications may arise in dealing 
with the landowners along the highway. This has 
been found to be a source of considerable difficulty. 
Where the road is simply a right of way for public 
travel and the fee in the land rests with the adjoining 
owner, the planting of trees may be entirely prevented 
by such owners. Furthermore, if the trees are not 
planted within the right of way of the highway, they can 
not be fully protected, which presents further difficulty. 

The chief opposition to tree planting comes from 
farmers. They object to the planting of trees along 
the highways adjacent to their fields because of the 
effect of the trees in shading the ground and in extract- 
ing moisture and soil fertility from the surface under 
and adjacent to the trees. While this is true of many 
varieties of trees, there are others, such as the locust, 
walnut, persimmon and coffee trees which interfere 
with cultivated crops to a very small extent only, if 
at all. The proper selection of trees for the different 


conditions and localities would, it is believed, over- 
come this objection. 

Another obstacle advanced against tree planting is 
the existence of pole lines along the highways, carrying 











Tofollow,the example that the French 
have set for us, however, we shall need 
morethanmoney. Thatisthe first need; 
but equally important is the necessity for 
the creation of a State agency to plan and 
supervise the planting. Without such 
an agency the development of a uniform 
plan for the State will be difficult, if not 
entirely impossible. Some of the States 
have already provided the money and 
others have created the machinery for 
the planting, but it so happens that none 
has given the necessary attention to both 
requirements. The State of Maryland 
has enacted most advanced legislation 
for the protection of trees along its 
highways, and has established legisla- 
tive framework for highway planting, 
but unfortunately the lack of an appro- 
priation has greatly limited the work 
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telephone, telegraph, and electric-light wires. Trees 
planted along the highway will come in contact with 
these wires in a few years, and from that time on there 
will be a conflict of interest, in which either the trees 
or the wires must give way. Where the road is wide 


enough it may be possible to plant the trees a suffi- 
cient distance from the wires, so that they may be 


trained above them. Where this is not possible the 
wires may be carried through the trees in cables, with- 
out serious injury to the trees, as is being done in many 
of the smaller cities. Eventually, the wires may be 
carried in underground conduits, as is being done in the 
case of some of our long-distance telephone and tele- 
graph lines, or they may be carried on poles erected on 
private rights of way outside of the roadway. If we 
want trees along the highways, and our desire is 
sufficiently strong, we will have them, and such ob- 
stacles as the pole lines will be removed. There should 
be a general recognition of the principle that the plant- 
ing of trees along the highways is part of the improve- 
ment of the highway, required for comfortable travel 
and a pleasing outlook. The objections mentioned are 
not by any means insurmountable. 


PUBLIC INTEREST AWAKENED. 


The real obstacle that has prevented earlier attention 
to the condition of our roadsides has been the lack of a 
public appreciation of the aesthetic and practical 
advantages of shade trees. As a consequence the neces- 
sary funds are lacking to carry on the work of planting. 
There is great hope that this condition will soon be 
corrected and that an awakened public interest will 
lead to the appropriation of the money that is needed. 
Perhaps no one factor has contributed more to this 
awakening than the influence of the thousands of men 
who went to France and witnessed the splendid work 
the French have done in beautifying their highways. 


that could be done. New Jersey, Mass- 
achusetts, Pennsylvania,| New York, 
Illinois, and a number of other States have enacted 
legislation providing for the planting of trees, but the 
work heretofore has been left almost entirely to the local 
units of government, so that no general planting sys- 
tem has been worked out. The experience of these 
States indicates that no great advance will be made 
until both the money and the centralized machinery 
for State-wide planting are provided. 


ROADSIDE TREES AS MEMORIALS. 


For a part of the money needed we can undoubtedly 
look to the many patriotic organizations, such as the 
Daughters of the American Revolution, the Grand 
Army of the Republic, and the American Legion. 
No memorial to our fallen heroes and to those who 
served the colors in our wars could be more fitting and 
more beautiful than avenues of trees along our high- 
ways. In Maryland it has been proposed to honor 
in this way not only those who gave their lives in the 
World War, but also each son of the State who answered 
the country’s call for service on the fields of France. 
If the plan is carried out as it has been proposed there 
will eventually be one tree which will be named for 
each man and woman who served in the Army or the 
Navy and the Red Cross and other auxiliary organiza- 
tions as well. 

Many of our towns have found that a tree-lined road 
gives the traveler a wonderfully good impression of the 
good taste and public spirit of their citizens, and they 
will undoubtedly be willing to raise a part of the cost 
of the planting along their main approaches. 

With an almost endless variety of trees from which to 
select, there is a kind of tree for every place, and there 
is no condition of soil in which some tree will not grow 
and thrive. We have most abundant resources to 
draw upon, and with the rapidly growing public senti- 
ment in favor of the work, roadside tree planting is 
destined to move forward rapidly within the next 10 
years. 

1 Recent information from Pennsylvania indicates that this condition is about to 


be corrected in that State through the cooperation of the State highway and for- 


Se eae, which together have worked out a comprehensive plan of 
planting. 
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THE EFFECT OF TAX LIMITS ON 
COUNTY AND MUNICIPAL BONDS 


By CHESTER B. MASSLICH, of the New York Bar. 


T is not always the size or wealth of a county or city 
which determines the salability of its bonds. 
And among the factors that determine the salabil- 

ity of municipal bonds, including in that term bonds 
of counties and taxing districts as well as of cities and 
towns, none is more important than a provision for 
unlimited taxes for their payment. The difficulties 
met with in marketing many public securities can be 
traced directly to a tax limitation. 

A few years ago, when the demand for public securi- 
ties was greater than the supply, less attention was 
paid by investors to the unfavorable features of many 
of these bonds. In these latter days, with billions of 
Liberty bonds outstanding, and a demand for money 
that can not be supplied, discrimination has come to 
be used in the selection of investments, and this dis- 
crimination has directly affected municipal bonds that 
are not protected by an unlimited tax provision. 

Tax limitations for current expenses and for perma- 
nent improvements are a necessary protection against 
burdensome taxation, but tax limitations affecting the 
payment of a debt legally created are utterly illogical. 
The taxpayer can be protected against an excessive 
public debt by a constitutional or statutory limita- 
tion upon the amount of the debt which may be legally 
created. Many States have such debt limitations in 
their constitutions and many others have fixed them 
by statute. These limitations protect the bondholder 
as well as the taxpayer, but there is no greater un- 
wisdom than to limit the amount of the tax which may 
be collected to pay a debt lawfully created. 

So vital has this appeared to lawmakers that a dozen 
or more of the States of the Union have written into 
their constitutions a mandatory requirement that no 
debt shall be created by any political subdivision 
unless then or theretofore provision shall have been 
made for the levy of a sufficient tax for its payment. 
In many of the other States statutory authority is 
given to levy a sufficient tax, but there are still many 
States in which the amount that can be levied annually 
to pay bonds is limited. 

The number of these latter States is being gradually 
reduced. In some of them, where special and private 
acts are still permitted, the tax limitations of general 
laws are being set aside as to particular districts and 
localities. 

The haphazard nature of these tax laws is well illus- 
trated in the State of Florida, where the constitution 
imposes no limit upon taxes for county bonds for any 
county purpose, but fixes the maximum annual rate 
for school district bonds at 5 mills on the dollar. Asa 


result, Florida counties can-sell bonds even in excessive 
amounts, while school districts suffer from their in- 
ability to borrow small sums. 


NORTH CAROLINA HAS REMOVED LIMITATION. 


North Carolina is one of the States which have seen 
the error of limits upon bond taxes. With few excep- 
tions, all the general and special laws passed in that 
State in recent years granting authority for bond 
issues, have expressly provided that the tax for their 
payment shall be unlimited. South Carolina has fol- 
lowed the same new policy. Georgia has long since 
removed all limits upon bond taxes by constitutional 
enactments which make mandatory a sufficient levy 
without any limit whatever, and as a result the bonds 
of Georgia counties and municipalities find a ready 


sale. Georgia’s taxpayers have not suffered, for the 
same section of the constitution which requires the 


unlimited tax puts a rigid limit upon the amount of 
lawful debt that may be created. 

Across the line from Georgia, Alabama still labors 
under a constitutional limit of bond taxes, with the 
result that investors pay little attention to public 
securities coming from that State. 

It must be remembered that a tax limit which appears 
to be sufficient at the time of the issuance of a public 
security, may presently become insufficient. 
has had exactly that experience. 
change from year 


Alabama 
Assessed valuations 
to year. Sometimes they change 
because property values have increased or decreased, 
but in many States they have changed by fiat of the 
legislature, which has established a different basis of 
taxation and a different ratio between actual values 
and assessed values. Investors are well acquainted 
with the fact that these changes have sometimes been 
made on a downward scale. In Kentucky, where a 
constitutional limitation of bond taxes still prevails, a 
school district issued a comparatively small amount of 
bonds when its assessed valuation was about $1,500,000. 
Long before those bonds fell due, it became unprofit- 
able further to develop the natural resources that had 
given the district its prosperity, and the assessed valua- 
tion fell to about $375,000. The 50-cent tax rate al- 
lowed by the State constitution would no longer pro- 
duce the amount necessary to pay the interest and 
provide for a sinking fund, and the bondholders were 
compelled to compromise. Many such illustrations 
can be given in many States. In one prosperous 


Alabama city, where no question was raised as to the 
legality of any bonds it had issued, the authorities were 
able to effect a compromise which gave the bondholders 











new bonds at half the face value of the outstanding 


bonds and at only 3 per cent interest. Only one bond 
issue of that city escaped the general disaster, through 
the fact that it constituted a lien upon public property, 
and the bondholders took possession of that property 
under order of the United States courts. 


INSURANCE COMPANIES THE HEAVIEST BUYERS. 


The great insurance companies are among the heavi- 
est investors in municipal securities. Long experience 
has taught them wisdom in these investments. Their 
attitude on the tax limit question may be illustrated 
by an occurrence within the past year. A syndicate of 
investment houses had purchased an issue of $2,000,000 
bonds of a prominent city with a population of over 
75,000 and contracted to sell this issue to four of the 
large insurance companies. One after the other, all 
acting independently, the counsel of these four compa- 
nies raised the objection that there was a limitation 
upon the amount of tax the city might legally levy 
for the payment of the bonds. Three of the counsel 
were finally persuaded that the limitation had been 
repealed and their companies accordingly accepted the 
bonds. But the counsel of the largest of the four com- 
panies was unable to resolve his doubt as to whether 
the limit had been repealed, and accordingly declined 
to accept the bonds. And yet that city has a perfect 


record of prompt payment of principal and interest of 
its indebtedness. 


INVESTORS REMEMBER DEFAULTS. 


An innocent purchaser of public securities is pro- 
tected by: the courts from many irregularities in their 
issuance. He is never protected against the evil conse- 
quences of a tax limit. There are communities in the 
United States which, abhorring the very thought of 
repudiation, have nevertheless been compelled to repu- 
diate and compromise because the maximum limits of 
taxes they were permitted to levy have not been suffi- 
cient to meet their debts. One of the greatest Ameri- 
can cities suffered that dishonor, but rose in its might 
and demanded and obtained a constitutional amend- 
ment for itself alone, empowering it to levy sufficient 
taxes to pay its creditors. It was many years however, 
before it could outlive the effects of that dishonor. 
The laws permitting investment of funds of savings 
banks in New York and the various New England 
States, make it a condition of such investments that 
no default shall have occurred within a given long 
period. Investors remember these defaults. They are 
sensible of the reasons why the defaults occurred and 
they are not anxious again to put themselves into a 
position which makes the payment of their bonds de- 
pendent upon the continued prosperity of the city or 
county which issued them. 

Perhaps the worst form of tax limitation is the gen- 
eral limitation which fixes the maximum rate of annual 
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tax for all purposes. If the amount raised by such a 
tax is insufficient to pay running municipal expenses 
and also the principal and interest of outstanding 
bonds, the courts hold that the payment of running 
expense comes first, and that the creditors can have no 
part of the taxes which the municipal authorities in 
their discretion choose to apply to those expenses. In 
other words, the maintenance of the life of a munici- 
pality is its first duty and the courts will not disturb 
the judgment of its governing body as to the amount 
necessary for maintenance. 

There are many laws on the statute books to-day 
which fix so high a limit upon the amount of bonds 
which may be issued, and so low a limit upon the 
amount of taxes that may be levied to pay them, that 
it is a foregone conclusion that the bonds will not be en- 
forcible if the entire amount allowed by law be issued. 

Those who are interested in the building up of com- 
munities by road construction should see to it that 
their representatives in the legislature become ac- 
quainted with the conditions that will enable inoney to 
be borrowed for those purposes, and especially with the 
primary condition, now in almost universal demand by 
investors, that all tax limitations for the payment of 
municipal bonds be repealed. 


(Continued from page 11.) 


mometers are used, one for recording the air tempera- 
ture and the other for obtaining the temperature of the 
concrete. Four sets of observations are made on each 
slab. In the first set of observations, which is made 
for determining the effects of change of temperature 
only, readings are taken on the thermometers and dials 
every half hour for 12 hours. In the second set of 
observations, taken for the purpose of determining the 
deflection caused by loads applied to the corners of 
the slabs, readings are taken for 24 hours at half-hour 
intervals. From 4,000 to 6,000 pounds is applied at 
the corner every hour. A reading is taken and the 
load is immediately released. One-half hour later a 
reading is taken without the load. The results ob- 
tained already show that the measurement of the load 
deflection would be futile without the determinations 
of temperature changes, because the warping of the 
surface due to temperature variations greatly exceeds 
the deflection under the loads applied. 

For the purpose of securing some idea of the effect of 
the supporting power of the subgrade on the deflection of 
the slab after the 24-hour run the subgrade is excavated 
under the corner and several observations are made to 
determine the difference in the deflection of the slab 
when supported and when not supported by the sub- 
grade. During the loading tests, a strain gauge is set 
along the diagonal for the purpose of securing some 
idea of the deflection of the upper surface. For the 
first 12 hours of the loading run, the dials are set along 
(Concluded on page 24.) 
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FEDERAL-AID 


ALLOWANCES 


PROJECT STATEMENTS APPROVED IN JULY, 1921, 








. Project 1 1 : sti- Fede 

State | No. County. Length. Type of construction. ... Ewan F — 
A oo, aves dc Se) SS eee eee eee eee Is ans eniiulasiebics we ecriee news July 22  1$77,330.69 | ! $38,665, 34 
BUS oo eresns cea ccvetk teas et CIN os ce toe cwemee as cccees 25.260 | Gravel and concrete...............-... July 25 235,518 72 | 275,000. 00 
teh os in Saag Sk ee ee ee 2.050 | Concrete, brick, or asphalt............ July 26 84,535.00 30, 000, 00 
Reese eee eee Os a A RE SS a Rae ENN OS EE oe. Soc aicge hos awahivec- cosine gees Jury 22 | 232,594.63 | 2 16,297.32 
Pt SI wise cen sc ehws< naeniedsseceneelessscanebacsiceuee RE ea ee ee July 25 |' 51,700.00 | 1 25,850.00 
oh NE Ce Le Fae Toe 1 HL IEG i ois. icp edsthawencacs July 22 | 265,265.00 | 132,632. 50 
: Ue aa artcic oe ah Sn som eeee wee 9, 500 |..... SIG te inlnpch.vetianades cavieohecs setae do....) 381,714.85 | 190,857. 42 
WR tiny nds occ oscccsessase et Se SOOONED. - 4. <5. s cannes wince cede DSW fC AUIIIGL 640s cn on pS ESR koh dUkee eee s 04 July 6 | 236,343.97 23,634. 39 
Massachusetts.................. eo ee ee ee eee 6. 522 | Concrete and bituminous macadam...| July 1 | 522,104.00 | 152, 440. 00 
a i NER cnn Se a neeee eh tees Be eh MRI oi cen dc ceesbane sade ose July 25 |! 70,640.35 | 135,320. 18 
vo Eee a. Ee Be eine eee 3. 500 |..... Dea ueuawenacceuseeessanesewent July 26 | 62,416.20 | 31,416. 20 
New Mexico......... Se gas BE | ee Pa eR eee AI 10.020 |..... do July 25| 50,077.50 | 25,038.75 
i eo ia Ni a ooh diovexc pe Goma eerrn nares SE SN ae osc J aanitcn ikon tanned pats cans July 28 | 71,269.00 | 35,634.50 
BI TIc sodcanvessecavec se Wee I Soe Sic aw acre ecitveecatemeeses 4.500 | Bituminous macadam or concrete. .... July 22 | 18),000.00 90, 000. CO 
wh SE is ee eee eee © 4.390 | Bituminous macadam................. July 13 | 104,000.00 | 52,000. 00 
Rt MS Gra Lewwcosccuan as eos es sete eh ree Wee Shbh osc cedecckbswncawewweeecs July 27 | 210,900.00 73, 815. 00 
Weer PIS Soe nk bs ovnccamensmeseace BO ix<eed _ July 9] 36,500.00 18, 250. 00 
EE aN selctanes Ses. e oc aareweutaceves ses ee a ee CS SI eer eee eee etre eee July 6 | 148,000.00 | 71,500.00 
Me CN nae oinienacan saw re oneenee) 2.650 j..... | SE SE RES RRS eae July 13 | 71,300.00 | 35,650.00 
ee ear Se 2.910 |....4 GGG Waaccdad sho kencteseokiuiencase July 6) 91,300.00 | 45,€50.00 
BO MII i ocak cctkavnbanea qeeanetess | oe do July 13 | 93,869.60 | 46,934. 80 
a Me ee 4.000 | Comofete .....5 6. ccecccees July 6 | 10,675.90 | 89,387.95 
7" Woe Seine s Se weseaiwial Ne@eeeeteneal 1.280 }..... do. . July 13 | 49,600.00 | 16,120.00 
walere _ Se AR AE OR Ae a Se ee ee eee weeeeeesee-| July 11 | 163,900.00 | 53,267.50 
Be I ng ashi wom ae na'x winnie 1.360 | Bituminous macadam...............-. July 13 | 277 500. 00 | 13, 750. 00 
dl Rec. ee ne ee ene ge | NING cin ke cicee es onbccetdcscowsdodeeelead do. ...| 146,900.00 | 73, 450.00 
SOs sat 5 loci ee capa th ceg ss 9 Ow asieeee LF lwanee Pew Caudacosa spaaucts caacceawets July 6} 70,400.00 | 35,200.00 
Ob RM peek wv wicceniccnccacesstaepeeceoswe 2.000 | Bituminous macadam................. July 13} 32,600.00 16, 300. 00 
as eens sins eal sia ole ana eis SSS SKS 6. 770 | Comorete Slab... . 2.2... cece cceescccce ce |eesOOn ons) 200) 500,00 | 135,400, 00 
Se NE Say inivince cn eenne water eeeecaeel 4.870 | Concrete......... Big bview fans k em ..-.| July 6 175, 000. 00 87, 500. 00 
IR sind gnaces s dasonewaswonveeues | 2.000 | Bituminous macadam, or concrete.....| July 11 | 80, 000. 00 40, 000. 00 
OT MIE ate ous woe na ce swateee venous Te av, ae ee eee ee July 13} 80,000.00 | 49,000.00 
RS 1 ION eos cocks ene cade naneceieae 1.100 | Bituminous macadam.................|... do....| 43,700.00 | _ 21, 850.0 
CN Suit os ceussamescas a tS ose cs oa ticce seus spun ee DOE 1 EE Hoi 0k ee edd daiwdancSacureeae July 25 |2201,440.19 | 253,339.02 
Pontiagivenie...:.......2..05.0. ROE || CiAsMeN ON OTSON «0.5 css secser cose Rg ae ae shicastinle skate ee cmeone eee do. . ..| 579,185.47 | 148, 420.00 
od . .. . Se ot ene ee 3.526 | Concrete and brick.................... July 6 | 288,456.22 | 70,520.60 
Pt ON conc annticetoevegecstiecene | Ee tI SS ooneoes Gc phanutnestaawds meets July 26 | 224,683.52 73, 820. 00 
WE Rg oc 6 ses dedanctetonseetc 6.008 |.5.<< RG iii chcos sk co eaasaniewcseelassebon July 6 | 426,071.69 | 121,960.00 
106 | Northumberland. .........-...:-cce0e: 4.946 |..... do. .-do....| 307,371.07 | 98,920.00 
Be a rs, cc Hew sedate oowas sia | 3 eee do. 1,..do....| 218,107. 72 73, 200. 00 
REE | SEIN 6 255 dices canis ate dnwebedebes 6.297 |... Ms ns bbs st nae aid obeaveneneee July 8 | 434,608.73 | 123,940.00 
South Carolina. ......5....s06.0- MT IN sor ccnclsn dicseencadbemepncaes RE te 5 ous ha Seienk isccaweneekeee July 26 | 36,867.73 18, 433. 86 
Bt Rs crn oasdccnsenncarenatare s RE oi cs nN cic csc cn aessieccncwmalicd do... .| 158, 829.05 79, 414.52 
Bt eI ooh cw'sccicewseigncasvureees .606 | Bridge and sand-clay..................)..- do....| 31,614.62 15, 807.31 
ae | IIo. ce sich s cewessobenues'ss 1,904 | Concrete, asphalt... ........cccccccccccless do....| 53,065.07 | 26,532.53 
TURF OMNI oda ss avis cteccgsunse~ saci SO | MINI cick bi nicks os cuvd sawacucongentbes do....| 10,198.65 2,000. 00 
OS EON ay ST I Sg o sic s oc cin cuentas een Vale wene Cl. . Jamin tac cuk we aeag est caucunenesheee July 26 87,181.49 43,590.74 
Re REE ee tM che de ast onze nam eelbia dea vewe gee leasaspaaied Gravel, surface-treated ................ July 22 | 222, 462.88 |............ 
- 2. ee eee oa a RED 1 NIN oc oc aan cc vasencsscceacceese July 6 | 221,874.48 | 50,000.00 
BT I a 0 veins d:cie'wise Subic Soba wee 11.500 | A ee ten re do.. 88, 000. 00 44,000.00 
_ : 208 | RIVERTON... .--.-eseccrercneeccececes (3) HRSA ee ee ep eee nome ee he do....| 7,805.07 13, 405.07 
VI one nchascescsecuussthes | SR | TIER ois coc cn cc wsssicevcseces &, 720 | COMOTOER . oon. 5c cn cc eccncesccccsces| CULY SB) 108,078, 95 75, 037. 87 
WON ec van cowekinawoetas | ey 0 ISS cc acigisa ocinipedvnvesensewa -910 | Earth and bridge.....................| July 6 | 41,999.10 15, 000. 00 
OK OMRON hows. oc wcniaenes cotcones CG PETS a aay a ene emer ees do....| 61,243.82 | 25,000.00 
| A REE ee ee Re eens hosiceOnacadtan Sacseeeeston 2 LL SS er ere seme eee July 26 | 70,873.00 22,000. 00 
ROE Re stk oS cot arcnsskrsirs tu nine Sklake 1.956:|.... 3 eo orviccesetaeessa ice a .do....| 20,307.21 9, 000. 00 





1 Revised statement; amounts given are decreases over those in the original statement 








2 Revised statement; amounts given are increases over those in the original statement. 


3 Bridge. 


(Continued from page 12.) 
and amounted to a taking of its property without due 
process of law in contravention of the fourteenth 
amendment to the Federal Constitution, and, further, 
was in violation of the commerce clause of the Constitu- 
tion. 

It was developed that the business of the company 
for the years 1918 to 1920 amounted to 94.5 per cent in 
bulk or from broken packages and 5.5 per cent was sold 
in original barrels, packages, or tank cars. In addi- 
tion the company consumed 8 per cent of its total sales 
in the conduct of its own business. The court held that 
the excise tax upon the use of gasoline by the company 
at its distributing stations as well as upon its sale in 
domestic trade did not infringe its right under the 
Federal Constitution. It also decided that such a tax 
did not violate the provisions of section 1 of article 8 
of the State constitution, which reads: ‘Taxes levied 


upon tangible property shall be in proportion to the 
value thereof and taxes shall be equal and uniform 
upon subjects of taxation of the same class.” The 
Supreme Court held that a tax upon the “sale or use of 
gasoline sold or used”’ in the State is not property tax- 
ation, but in effect, as in name, an excise tax; and since 
the tax operated “impartially upon all, and with terri- 
torial uniformity throughout the State,” deemed it 
“equal and uniform upon subjects of taxation of the 
same class.” 

The question of the severability of the annual 
license tax of $50 for each distributing station was 
decided against the State as the subject taxed was 
not in its nature divisible, as in the case of an excise 
tax. The provisions of the New Mexico statute were 


declared not capable of separation so as to confine 
them to domestic trade, leaving interstate commerce 
(Concluded on page 24.) 
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(Continued from page 22.) 


the diagonal 0—1, and for the second 12 hours along the 
diagonal 0-2. This work is carried on by a corps of 
engineers divided into three shifts each working 8 
hours so that continuous readings are made day and 
night. 

For determining the distribution of loads across joints 
and through pavement slabs of different thicknesses 
and types, soil pressure cells are placed under corners 
and centers of the slabs, and two Ames dials are set— 
one on each side of the joint about 2 inches from the 
edge of the pavement. A thermometer is supplied for 
registering air temperature. After the apparatus has 
been set up a loaded truck is brought slowly toward 
the point with its outer wheel about 6 inches from the 
edge of the pavement. The truck is stopped as soon as 
the dials give the first indication of the deflection of the 
pavement. Readings on the dials and the pressure 
cells are then taken, stopping the truck every 2 feet to 
the joint and every 2 feet beyond the joint till the dials 
again indicate that the truck is so far away as to cause 
no deflection. Because of the warping action of the 
slab and the temperature change these readings are 
made at night as well as day, the daylight readings 
being taken between 9 a. m. and 4 p. m., and the second 
set the same day between 9 p.m. and4a.m. Especial 
attention is given to securing definite time intervals for 
each loading. It is proposed to make these observa- 
tions once every month. 

In connection with the above, a comprehensive sur- 
vey of cracks developed in the different types of pave- 
ments has been undertaken. At different times each 
section is observed and all cracks noted. These cracks 
are all plotted on a large tracing, using lines of different 
kinds for designating the cracks as found at different 
times. . In addition also a considerable number of 


representative cracks have been measured by microme- 
ters, the measurements being taken day and night, one 
each week. This study covers both transverse anc 
longitudinal cracks. 

The traffic test of the road will be accomplished by 
means of a battery of 10 motor trucks driven by trained 
operators. The loading of the trucks will be increased 
after each 1,000 trips. The actual magnitude of the 
loads will be dependent upon the information secured 
from the above-described preliminary investigations, 
although the maximum wheel load will probably not 
exceed 12,000 pounds, which is 50 per cent greater than 
the legal Illinois wheel load. 

The construction work on the road was supervised by 
Mr. E. M. Fleming and Mr. R. R. Benedict under the 
direction of Mr. B. H. Piepmeier, engineer of construc- 
tion. 

The research work is under the immediate direction 
of Mr. H. F. Clemmer, engineer of tests, with Mr. C. A. 
Hogentogler, highway engineer of the United States 
Bureau of Public Roads, cooperating. 


(Continued from page 23.) 


However, the court added that the State 
might impose a license tax upon the distribution and 
sale of gasoline in domestic commerce if it did not 
make its payment a condition of carrying on interstate 
commerce; but that the State of New Mexico had not 
done this by any act of legislation. 

These decisions establish the right of the State to 
tax the use and sale of gasoline in the absence of inhi- 
bition against such tax in its own constitution. 

As noted in the tabulation above the State of New 
Mexico has amended the 1919 act so as to except in- 
terstate business from its provisions. 


exempt. 


It also reduced 


the amount of the tax from 2 to 1 cent per gallon. 


O 








